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ELECTRIC RAILWAY TRACTION 
{ Supplement illustrating and describing developments 
in Electric Railway Traction is presented with every copy 
if this week's issue 








Railway Plans for Whitsun 
WHltsv NTIDE railway facilities this year offer 
numerous novelties, in addition to the permanent 
ittraction of long-distance travel at a speed and range of 
fares enabling all to make the most of the holiday. Much 
interest has already been aroused by the announcement 
that the G.W.R. is to run a “ Kiddies’ Express ’’ to 
Weston-super-Mare on Whitsun Monday, with free dis- 
bution of paper hats and puzzles to all passengers and 
entertainers performing on the train. A more scholarly 
outing is that planned by the L.M.S.R. from St. Pancras 
to Edinburgh and back, giving facilities for visiting the 
Border Abbeys and Edinburgh beauty spots. This should 
afford many Londoners the opportunity of making in- 
expensive acquaintance with a route to Scotland that may 
‘t normally occur to them. The L.M.S.R. also reports 
an exceptional demand for camping coaches this Whitsun. 
In these days the provincial dweller is as well served as 
inyone with excursion variety. Cross-country trains on 
e L.N.E.R. will run between places as remote from the 
point of view of ordinary connections as Rugby and Hun- 
stanton, or Leicester and Harrogate. Land and water 
travel is offered both by the L.N.E.R. with trips to Hull 
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for a sail on the Humber, and to Liverpool for cruising 
to Llandudno; and by the Southern Railway with its ever- 
popular Seine cruise and conducted day trips to the Conti- 
nent, now penetrating as far as Paris. 


- 





* * * 









Railway Rates Tribunal Report 


The seventeenth annual report of the Railway Rates 
Tribunal, covering the year 1938, shows an increase in the 
number of applications for the approval of agreed charges 
under the Road & Rail Traffic Act, 1933. Of such applica- 
tions 818 were filed compared with 706 in 1937. The 
number of orders made by the tribunal under the Act 
during the year amounted to 824, of which 575 related 
to merchandise train traffic, 245 to passenger train traffic, 
and four to both classes of traffic. In 72 cases it was 
provided that the trader will hand to the railway com- 
panies the whole of the traffic described in the agreement 
for carriage by rail or for conveyance throughout by road, 
subject in the latter case to a charge of the same amount 
as the agreed charge and to conditions specified in the 
agreement. The 824 orders covered the whole or a 
specified portion of the traffic of 840 traders and to the 
extent of 268 related to new agreed charges. Extracts 
are given from the judgment of the tribunal delivered on 
June 2, 1938, on its annual review of standard and ex- 
ceptional charges, and from its judgment on December 13, 
1938, on railway freight rebates. Reference is made in 
the report to the application for a special rate of 8s. 6d. 
a ton for bricks between Fletton and Halifax which was 
pending at the end of 1938 and was sanctioned this year. 
An important decision was given on June 14, 1938, when 
the tribunal sanctioned experimental door-to-door rates 
for the conveyance of all descriptions of merchandise in 
Classes 7 to 20 between Glasgow, Aberdeen, Dundee, and 
Perth; subject to a minimum of 4 tons. 


* * * * 


The Week’s Traffics 


An increase of £207,000 for the past week, following on 
one of £187,000 for the 19th week, in comparison with 
the corresponding periods of 1938, is shown by the four 
main-line companies. For the year te date the aggregate 
fall is now brought down to £838,000. 

20th Week 





Year to date 
ey 


Pass., &c. Goods, &c. Coal, &c. Total Inc, or Dec. 

p : 
L.M.S.R. 1,000 + 49,000 + 25,000 + 73,000 — 362,000 —1:53 
L.N.E.R. 2,000 + 24,000 + 42,000 + 68,000 — 423,000 —2-42 
G.W. R. 2,000 + 31,000 + 22,000 + 55,000 — 17,000 —0-17 
S.R. “ 6,000 3,000 + 2,000 + 11,000 — 36,000 —0-48 
Whitsun Monday traffics and the London bus strike in- 


fluenced the earnings in the 1937 week with which the 
following table makes comparisons : — 





20th Week Year to date 
2 —_——_—_— 

Pass., &c. Goods, &c. Coal, &c. Total Inc. or Dec. 

£ ; £ % 
.-M.S.R. — 124,000 + 77,000 + 43,000 — 4,000 — 705,000 —2-94 
N.E.R. — 79,000 32,000 + 48,000 + 1,000 — 518,000 —2-94 
a W.R. — 43,000 + 46,000 + 46,000 + 49,000 — 63,000 —0-64 
S.R. — 83,000 + 9,500 4,500 — 69,000 — 92,000 —1-22 


Compared with the first 20 weeks of 1937 the 1939 earn- 
ings to date of the four companies show decreases of 
£809,000 in passengers and of £948,500 in merchandise, 
but an improvement of £379,500 in coal. 


* * * * 


Traffics and Prospects 


Discussing the ‘‘ square deal’’ report and the recent 
rise in traffic receipts, The Times utters an appropriate 
warning against too much optimism in regard to the pros- 
pective distributions by the four main-line railways for 
the present year. To begin with, the recent weekly gains 
have to a great extent reflected the fact that the trend 
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of receipts was falling sharply at this time last year. It is 
for this reason that for the past few weeks we have been 
showing how this year’s figures compare with those for 
1937, so that a more accurate idea of the real situation 
may be presented. Again, it can hardly be expected 
that the very considerable reductions in working expendi- 
ture effected in the second half of last year will be auto- 
matically repeated this year. In the first half of 1938 the 
companies had to face the increases in salaries and wages 
brought about by the restoration in August, 1937, of the last 
portion of the reductions made in March, 1931, and by the 
vranting of certain other concessions, estimated together 
to represent a total addition of £2,900,000 per annum for 
payments to the staff. The wage scales are now the same 
as in the first half of 1938, and the additional traffic is 
likely to cost more. Finally, it is at least uncertain whether 
any major immediate benefits would result to the com- 
panies should Parliament adopt the recommendations of 
the ‘‘ square deal ”’ report. 
* * * * 


The Swansea & Mumbles Railway 

Of the many small railway undertakings in various parts 
of the country, none excels in historical interest the 
Swansea & Mumbles Railway, which was formed under 
an Act passed as long ago as June 29, 1804. Horse 
traction provided the motive power until August 17, 1877, 
when steam locomotives were introduced, and since March 
2, 1929, electric tramcar-type vehicles have maintained 
the passenger service. For many years past passengers 
have provided the chief traffic, justifying the electrifica- 
tion, but it seems that changes in public taste are now 
resulting in severe inroads to this. The lessee of the line 
is the South Wales Transport Co. Ltd.—the local bus 
company—and at the annual meeting of that undertaking 
last month, Mr. Sidney E. Garcke, the Chairman, said 
that the Mumbles Railway was suffering like the main-line 
railways from a steady and, he feared, a permanent 
increase in the popularity of its rival, the road, with a 
consequent increased loss. Some of the passenger traffic 
lost from the railway is gained by the company’s buses, 
though that is a poor consolation since the company is 
obliged to incur the cost of working both systems; but a 
very large part of the traffic has gone to the private motor 
car and the cycle. 

o* * 


Advertising Out of Place 


A contributor last week expressed doubt on the wisdom 
of extending commercial advertising in railway carriages 
He suggested that travellers have become attached to the 
customary views displayed in compartments, and that 
the intrusion of advertisements in their place would by 
itself create the hostility felt for an interloper, to say 
nothing of the fact that to ride for some hours opposite 
an exhortation to buy a commodity may arouse hostile 
feelings towards it. This subject of advertising out of 
place in its wider interpretations is one that naturally en- 
grosses the attention of the Council for the Preservation of 
Rural England, whose Lancashire branch has issued a 
threepenny booklet entitled ‘‘ Posters and the Public.’’ 
From the advertiser’s point of view, the roadside poster 
is not open to the objection just recorded against the rail- 
way carriage advertisement, for the poster is addressed to 
the fleeting attention of passers-by. On the other hand 
its drawback of spoiling the scenery is equally calculated 
to put the public back up. Apart from the esthetic 
argument, the reasonable view is put forward that if the 
roadside poster is as compelling as publicity experts de- 
clare it to be, it must distract the attention of motorists 
and contribute to accidents. 
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In-situ Grouted Sub-Ballast Concrete Mattress 


The problem of reducing track maintenance costs on 
lines carrying heavy traffic, at points where exceptionally 
treacherous subsoil is encountered, is constantly engag- 
ing the attention of American permanent way engineers, 
Some nine miles south-east of Cleveland, the Pennsy! ania 
Railroad crosses in shallow cutting a belt of blue clay 
that is for most of the year saturated, due to s:bsoil 
water coming to the surface. The line carries hea. ore 
and coal traffic, and passenger trains, running at <peeds 
up to 70 m.p.h., are frequent. Hitherto the track has 
had to be lifted frequently and levels corrected twice a 
week. So the engineers decided to try a concrete 
mattress between the ballast and formation, but instead 
of using pre-cast slabs as laid by the Missouri Pacific Rail- 
road, in the manner described in our issue of August 26 
last, they decided to excavate the ballast and one foot 
of the formation, and to spread a foot of 1}-in. to 2}-in. 
stone ballast in place of the latter, and grout it with what 
amounted to approximately a 2 to 1 mixture of sand and 
cement, mixed in a mixing train moving along an adjacent 
siding, and fed by gravity through 23-in. fire hose- 
pipes. A length of 800 ft. was thus mattressed, to a width 
of 10 ft. and thickness of 1 ft. 


* * * x 


Two Methods of Laying Mattress 


The mattress described in the preceding note was formed 
by two different methods. For the first 600 ft. the per- 
manent way was dismantled and the stone ballast for the 
mattress was unloaded from trucks on an adjoining track. 
Labourers spread it and rammed it with 12-in. x 12-in. 
oak rammers; the surface had a l-in. camber. he 
grouting proceeded at the rate of 1:1 ft. per min., and 
it was found that the grout ran forward along the forma- 
tion about 4 ft. ahead of each hose. The grouted stone 
was then again rammed, but a rough surface was in- 
tentionally left for retaining the track ballast subsequently. 
The replacement of the track began on the third day after 
grouting, and it was laid on the mattress and subsequently 
jacked up on to the ballast which had been spread in 
the meantime. Traffic was allowed over the track at re- 
duced speed 10 days after grouting. The second method 
adopted for the final 200 ft. of mattress did not entail 
the taking of the track out of service for any length of 
time, two-rail-length sections being rebuilt in a seven-hour 
period. The ballast for the mattress was dropped on to 
the excavated formation from a considerable height from 
clam-shell grab buckets, but was not rammed after spread- 
ing. As the grouting proceeded—in the same manner as 
before—it was immediately followed by the laying of the 
track ballast on the mattress, and the track was relaid 
and in service again within the 7-hr. period. Trains ran 
over the track and mattress two hours after the grouting. 


* * * * 


De Luxe Trains for South Africa 


With the introduction of the new air-conditioned steel 
coaches now nearing completion at the works of the Metro- 
politan-Cammell Carriage & Wagon Co. Ltd., at Saltley, 
Birmingham, another progressive stage will have been 
reached in the already remarkably advanced locomotive 
and rolling stock standards of the South African Railways 
& Harbours. These vehicles, which we recently had an 
opportunity of inspecting at the builder’s works, will 
provide luxury travel between Johannesburg and Cape 
Town and vice versa. The trains, known as the Union 
Limited and Union Express, operating in this service at 
present make the journey of 966 miles from Cape Town to 
Johannesburg in 27 hours, and in the opposite direction the 
timing is 26 hours including a number of stops in both 
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It is, however, intended to shorten the journey time 
he new trains are put into service. The vehicles 

been built to the specification of the railway adminis- 
and no effort has been spared in making them as 
table and luxurious as possible. They are composed 

of day and sleeping cars, kitchen, lounge, and dining cars, 
togetner with a segregation van. The latest type of air- 
conditioning apparatus is applied throughout the trains. 
In another part of this issue will be found a full descrip- 
tion, with illustrations, of the new trains, and although 
nothing short of actual inspection can really bring home 
the admirable features of design and workmanship incor- 
porated in the trains, it is hoped that the article will serve 
to make these facts sufficiently clear to our readers. 


caSe> 
wher 
have 
trati 
comi 


* * a 

Guide to Literature 
Station approaches and booking halls are often made 
untidy by discarded handbills, plucked at random and 
later thrown away. A certain wastage due to the acquisitive 
instincts of small boys is unavoidable, but much can be 
saved by directing the attention of genuine inquirers im- 
mediately to the services likely to interest them. A notice 
board lately erected by the L.M.S.R. at Euston represents 
a new and thoughtful approach to a subject sometimes 
casually treated. On the board itself are posted excursion 
notices in their simplest form, reduced to destination, fare, 
and date. Every notice has a key number, which is re- 
peated on the glass-fronted handbill racks at each end ot 
the board. Attention being caught, shall we say, by notice 
No. 5, the intending passenger is guided at once to rack 
No. 5 and finds therein a handbill giving detailed informa- 
tion. This unusual bargain travel guide is installed on the 


arrival side of the station and is the first object to attract 
the eyes of passengers emerging from the Underground. 


Excursion literature continues to be available in the book- 
ing hall, but a notice there points the way to the new 
information centre. 

ok * 


Mural Decoration Revived 

The custom of painting the walls of rooms is probably 
the oldest form of interior decoration, but the fashion of 
the painting has changed with the artistic trend of the 
moment; murals, however, in some form or other have 
never entirely disappeared from the decorator’s quiver. 
Two examples of the art by Mr. Norman Wilkinson adorn 
the entrance hall of the new L.M.S.R. School of Trans- 
port at Derby, and aroused much favourable comment on 
the opening day. We suggested in our issue of July 29 
last that something of the kind might be considered for the 
new Euston station. It is, therefore, interesting to hearthat 
Beatrice MacDermott, whose work has already brought 
her fame, has just finished a characteristic embellishment 
of this type for the walls of the restaurant of the L.M.S.R. 
Midland Hotel, Derby. Inspiration sprang from visits 
Queen Victoria paid to the city, and the charming murals 
portray Her Majesty in three sequences—in her Coronation 
robes, entering the hotel with members of her family, and 
driving behind dashing creams to Chatsworth House. The 
artist is to be congratulated on a very dignified and 
pleasing treatment of a subject that could so easily have 
become stiff and overpowering if executed by less skilful 
hands. 

* * * * 


South Africa’s First Locomotive Found 


The Natal, the first locomotive to run in South Africa, 
has just been discovered in scattered fragments in a bush- 
covered valley near Port St. John on the south coast of 
Natal. Several wheels and the main frame have been 
unearthed and identified, but the boiler has so far eluded 
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the searchers. Steps have already been taken by the 
railway administration to piece together these relics, and 
the re-assembled engine will then be declared a national 
monument and displayed either at Durban railway station 
or in a museum. This locomotive began its working life 
in June, 1860, on the railway between Durban and 
the Point, which was built by a joint stock company and 
opened on June 26, 1860, and was thus the first railway 
on the African continent. It is thought probable that, 
having served its turn locally, this locomotive was sold 
to a sugar dealer on the south coast, after which it was 
abandoned. The Natal was described by a Zulu to a 
friend of the historian, George Russell, as ‘‘ A strange 
beast; its belly is full of fire and vapour; they feed it with 
water and wood logs; it is like a rhinoceros, but it blows 
smoke and sparks through its horn; it is stronger than the 
elephant, and it is a rude beast, for it belches inside like 
a witchdoctor and exhales hot water and embers when 
people only look at it; what it is is beyond our compre- 


hension.’’ 
~ * ok 7 


Grinding Machines in Railway Shops 


Two new grinding machines installed in the St. Rollox 
workshops of the London Midland & Scottish Railway 
are described on page 869 of this issue, and reference is 
made to the saving of time and greater accuracy secured 
by the use of these appliances. The precision grinding 
machine has now become such a commonplace item in 
modern workshops that the exacting demands made upon 
it for accuracy are apt to be overlooked. In one form 
or another it is used for the final operation on the work 
piece, the accuracy and success of which, therefore, de- 
pend upon the machine. As was pointed out by Mr. 
H. H. Asbridge in a paper he presented to the Institution 
of Mechanical Engineers for discussion, increasingly 
exacting demands are now being made, both as regards 
output and accuracy, on all classes of machine tools, and 
this tendency affects most severely the grinding machine, 
as no matter what tolerances have been made in rough 
machining operations it is on this latter machine that 
the ultimate result depends. In far too many cases the 
tendency is to leave it to the grinding machine to correct 
shortcomings in the preliminary operations. Such a policy 
affects adversely the output of the machine when it has 
been computed on the basis of the amount of metal 


removed. 
a a ae By 


A Stand-up Strike 

From Belgium comes a story of a strike by forty pas- 
sengers at Houdeng-Goegnies, near Charleroi, who refused 
to enter a crowded railcar. Unlike Londoners and 
Parisians, whose strikes have been of the variety known 
as ‘‘ sit-down ’’ or “‘ lie-down,’’ the sturdy Belgian pro- 
vincials stood their ground, literally and metaphorically, 
taking up their positions in front of the railcar. After an 
argument lasting twenty minutes, the stationmaster gave 
way and shepherded them into another train. Their 
sacrifice of comfort for principles clearly marks a new 
departure in passenger strike technique. Judging, how- 
ever, from the recent observations of a columnist in the 
Daily Express, New Yorkers take as a matter of course 
rush-hour ‘‘ jams ’”’ that would make a dweller on this 
side of the “‘ herring-pond ’’’ blanch. The trains on the 
New York Subway have automatic doors which can be 
opened when the train is already moving from a plat- 
form; those who arrive just after the “‘ right away ’’ are 
quick to take advantage of this, and fight their way in 
where the mere European, be he English, French, or 
Belgian, who fondly thinks himself long-suffering, would 
fear to tread. 
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The “Square Deal” Report 
W HEN the report of the Transport Advisory Council 
on the railway companies’ ‘‘ square deal’ pro- 
posals was issued last Friday, it was seen at once that its 
recommendations were of greater import to the future of 
transport in this country than had at first been envisaged. 
The council is to be congratulated upon securing such a 
remarkable degree of agreement upon such far-reaching 
proposals, and its findings (summarised on pages 855- 
858) should prove to be a most important step towards the 
co-ordination of the country’s transport services by means 
of which the community will secure the most efficient 
service at the lowest economic cost. This unanimity 
appears of greater significance when it is recalled that the 
council is.composed of 29 persons representing such diverse 
interests as local authorities, users of mechanically pro- 
pelled vehicles, users of horse- and horse-drawn vehicles, 
pedestrians, pedal cyclists, railways, canals, coastwise 
shipping, harbours and docks, labour, and trading in- 
terests, including agriculture, with the Rt. Hon. Sir 
Arthur Griffith-Boscawen as Chairman. Our readers will 
recollect that the council was asked by the Minister of 
rransport on December 12, 1938, to consider the memo- 
randa submitted by the railways to him on November 23 
and December 8, 1938. These memoranda contained a 
reasoned account of the disastrous effect which the legal 
disabilities under which the railways are operating as 
compared with motor transport was having on their finan- 
cial position and urged that (i) the existing statutory 
regulation of the charges for the conveyance of merchan- 
dise by railway, together with the incidental requirements 
such as publication and undue preference, should be re- 
pealed; and (ii) that the railways, like other forms of trans- 
port, should be permitted to decide the charges and condi- 
tions under which they carry merchandise. In remitting 
the matter to the council the Minister indicated that he 
was inclined to the view that, in existing circumstances, 
there was prima facie, a case for some material relaxation 
of existing statutory regulations, provided that regard was 
had to the ultimate objective of the co-ordination of all 
forms of transport. 

The council met on December 15 and appointed a 
special committee to consider the companies’ claims. This 
committee decided that the railway representatives should 
discuss their proposals with the trading and other trans- 
port interests for the purpose of ascertaining whether any 
common measure of agreement could be secured. It will 
be appreciated that the subject was full of controversial 
issues, and at first the nature of the conflicting interests 
involved gave little hope that any appreciable measure 
of agreement would be reached. The railways then sub- 
mitted a further memorandum to the council, nodifying 
their original proposals for complete freedom to the extent 
that they dropped their claim for relief from their obliga- 
tions as to affording reasonable facilities, through rates, 
or standard conditions of carriage. They suggested, how- 
ever, that arrangements should be made for regular periodi- 
cal meetings between trading interests and the railways 
for the discussion of railway rates and charges, trade 
prices, and matters of common interest; and, although they 
still desired to make such reasonable charges as they 
thought fit, they proposed that traders should have the 
right—if agreement could not be reached through their 
trading associations—to appeal to the Railway Rates Tri- 
bunal. This modification, coupled with the conciliatory 
spirit in which all parties approached the problem and the 
willingness of the companies to offer the fullest possible 
safeguards to the trading public, resulted in the achieve- 
ment of a much greater measure of agreement than might 
nave been expected from such diverse interests. In the 
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result, agreement was reached with every interest 
the coal mining industry, and the committee wa 
able to present an almost unanimous report. 

The report, which was considered and adopted by the 
council, expresses the conclusion in regard to the com- 
panies’ main claim that a material relaxation of the 
present statutory control of charges is necessary to assist 
the companies in reaching conditions which will provide 
a favourable approach to the ultimate objective co- 
ordination. It expresses the belief that an ordered s\stem 
of transport under appropriate and correlated systems of 
control is essential in the interests of the community as a 
whole. It further proposes that any Act which may be 
passed as a result of the recommendations should re- 
garded as a temporary measure to meet an emeryency, 
and should be limited in its duration to not more than 
five years or such shorter period as may be necessary 
to establish such a degree of co-ordination as will avoid 
unnecessary overlapping of services and uneconomic com- 
petition. With these principles in mind, the report recom- 
mends that the present system of the control of railway 
freight rates should be abolished and that the statutory 
provisions relating to the classification of merchandise 
standard charges, exceptional rates and agreed charges, 
should be repealed. Consequent upon this recommeiida- 
tion the provisions under which the Railway Rates 
Tribunal is under a legal obligation to adjust charges so 
as to secure a standard revenue become inappropriate and 
should be repealed. It is also recommended that the 
statutory provisions as to the equality of charges and 
undue preference and the right of traders to require the 
disintegration of exceptional rates should be repealed. On 
the question of the publication of rates, the railway com- 
panies expressed their intention of making their charges 
known on appropriate commercial lines to all interested 
parties, but agreement could be reached only with certain 
national organisations as to the manner in which this 
should be accomplished, and, as the council was unable 
to resolve the differences on this point, it made no 
recommendation. 

The importance of giving adequate safeguards to trade 
and industry is fully recognised, and the proposals on this 
point fall under two heads. The first provides that railway 
charges should be ‘“‘ reasonable,’’ and gives the trader 
the right of appeal to the Rates Tribunal should he be 
dissatisfied. The second provides for the arrangement of 
regular voluntary periodical meetings between the rail- 
ways and representatives of trade and industry for the 
purpose of discussing matters of common interest, includ- 
ing railway charges. It is recommended that a general 
increase of charges shall not be made by the railway 
companies except by agreement with the appropriate 
traders’ conference, and, failing agreement, the matter 
is to be referred to the Rates Tribunal, which shall fix 
reasonable charges. In the case of individual increases, 
failing agreement, the trader concerned may refer the 
matter to the Rates Tribunal either through his trading 
association conference, or direct, as he may prefer. 

The necessity for protecting other forms of transport 
is also recognised and the recommendations are in the 
main based upon agreements reached in the course of dis- 
cussions between the interests concerned. With regard to 
road transport, provision is made for consultation on 
matters affecting both parties, including the free discussion 
of difficulties and the consideration of constructive mea- 
sures. For this purpose a consultative committee styled 
the Road and Rail Central Conference (with power ‘o 
appoint regional committees) has been set up to formulate 
the principles on which voluntary agreements can be 
entered into between road and rail regarding the charges 
to be made for the carriage of goods, either generally 


xcept 
thus 
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or in particular cases, thus facilitating the correlation o1 
rates. Owing to the unorganised state of the road trans- 
p industry generally, it is recommended that obser- 
vance of such rates agreements shall be legally enforce- 

that the agreements shall be discussed with the trade 

ndustry concerned, and be subject to the approval of 
road-rail tribunal. Somewhat similar arrangements as 
periodical conferences have been agreed in connection 
h coastwise liner and tramp shipping, while, in the 
' of non-railway-owned docks, it is proposed that 
oluntary machinery shall be established to secure closer 
ntact and co-ordination and that such docks shall have 
right of appeal to the Railway and Canal Commission 

the question of prejudice. The council also recommends 

t any relief from rate control or other requirements 

orded to the railways should also, as far as practicable, 

extended to canals, with which the railways already 

ld periodical conferences on matters of common interest. 

1e council considers that if these recommendations are 

plemented by legislation, they will afford an oppor- 
inity for the railways to evolve, in conjunction with the 
ther transport interests, a correlated system of charges 
to meet the requirements of every branch of trade and 
dustry. Its recommendations have been generally wel- 
med and it now remains for the Minister to press the 
;overnment to introduce the necessary legislation with the 
least possible delay. 

* * * ok 


( 
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Special Wagons for Special Traffics 


[X August, 1937, we recorded that the L.M.S.R. had 
decided to put into service 100 12-ton open wagons 
a special shock-absorbing design for the conveyance 
f fragile goods. We now learn that after successful 
xperiments with six specially sprung shock-absorbing 
vans, the G.W.R. has decided to build a further 100 
ans and also 100 open vehicles of a similar design. 
[hese announcements are illustrative of the manner in 
which the British railways are endeavouring to meet the 
transport requirements of particular industries or traffics. 
\part from the 50,000 special wagons which are available 
for the carriage of such exceptional loads as heavy cast- 
ngs, ships’ propellers, traction engines, bridge girders, 
plate glass, meat and other perishable foodstuffs, the rail- 
way companies are constantly bringing new types of 
wagons into service. Thus, for the conveyance of soda 
ash, which is so fine that it would percolate between the 
boards of ordinary wagons, a number of all-steel covered 
wagons have been built, each capable of carrying 16 to 
20 tons. They are fitted with four roof inlets for loading 
and the contents are discharged by means of eight steel 
hoppers below the floor. Another special type of wagon 
has been evolved to facilitate the conveyance of alumina, 
which is now being despatched in large quantities. It 
was originally carried in 2-cwt. bags, but owing to the 
wastage in filling caused by the fineness of the powder, 
experiments were made to ascertain whether it would be 
possible to carry the traffic in bulk. As a result, a 
number of special wagons with steél bodies, partly riveted 
and partly welded, are now being used for the conveyance 
of the traffic. The vehicles are 20 ft. long, with a tare 
weight of 10} tons and an inside capacity of 738 cu. ft. 
The traffic is loaded through four openings in the roof 
and ladders and walking boards are provided to facilitate 
access to the loading doors. Four six-inch valves are 
provided in the floor of the wagons for the discharge of 
the alumina, these being fitted with indiarubber dia- 
phragms operated by means of a shaft carried to the 
side of the wagon. 
For the conveyance of brick traffic, special 50-ton 
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wagons fitted with automatic brakes and full drop sides 
have been built, which are capable of carrying 19,800 
bricks. The operations of the Central Electricity Board 
have involved the carriage of numbers of very large elec- 
tricity transformers, and the British railways have there- 
fore provided a number of specially designed transformer 
wagon sets, some of which are capable of carrying loads 
up to 120 tons. These costly pieces of apparatus are sus- 
pended from the tops of side girders, which can be ad- 
justed in width as necessary. For the conveyance of 
motorcar bodies, covered bogie wagons have been built, 
capable of accommodating up to nine standard sized 
bodies, which can be independently secured to longitudinal 
baulks running the whole length of the floors; and covered 
goods vans with end doors, complete with crossbars and 
straps to secure the vehicles, are in constant use for con- 
veying finished motorcars. Specially fitted vehicles are 
used in some instances for the carriage of casks and ale 
in barrels or cases, while special vehicles are used for 
carrying salt and yeast, the latter commodity being con- 
veyed in ventilated yeast vans. In addition to possessing 
these large fleets of special rail vehicles, the companies 
have also spent considerable sums in providing specialised 
road haulage equipment which can be used for dealing 
with traffic throughout by road, or as an ancillary service 
to the railway conveyance. This equipment includes 
heavy road tractors and trailers, motor lorries, lifting 
jacks, ball-bearing platforms, portable turntables and 
many other devices. Thus the railways are able to offer 
a comprehensive transport service which is continually 
being enlarged and improved to assist the development of 
trade and industry. 
* * * * 


Swiss Federal Railways 


HAT the financial results from the operation of the 
Swiss Federal Railways in 1938 should be less 
favourable than those for 1937 was not unexpected. The 
fall in goods receipts towards the end of 1937 had indicated 
another set-back in trade, and some rise in expenses was 
expected from an increase in the cost of materials and 
the improbability of any reduction in payments to the 
staff. Receipts from transport in 1938 amounted to fr. 
307,622,994, a decrease of fr. 15,971,841 or 4-9 per cent. 
in comparison with 1937, and the slightly lower reduction 
of fr. 15,171,023 or 4:5 per cent. in gross receipts was 
due to an improvement of fr. 800,818 in miscellaneous 
receipts. Passengers increased in number by 1-21 million 
or 1-1 per cent., but in passenger receipts there was a 
drop of fr. 1,128,017 or 0-8 per cent. The advance in 
numbers was mainly in home tourist traffic, as financial 
reasons and the political situation kept away many 
foreign tourists. In merchandise traffic the decrease was 
1:91 million or 12-1 per cent. in tonnage, and receipts 
from goods and postal traffic showed a decrease of fr. 
14,843,824 or 7:8 per cent. International transit traffic 
amounted to 2-15 million tons, a decrease of 1:41 million 
tons in comparison with 1937, which was almost entirely in 
coal consignments, and represented about 74 per cent. 
of the total decrease. Internal traffic showed little change. 
The Federal Chambers on September 30, 1938, 
approved, without material alteration, the scheme pro- 
posed by the Federal Council in June, 1937, relating to 
the regulation of road transport. The Federal decree 
on the subject will apply for five years, but at the end 
of 1938 it had not been decided on what date the decree 
would become operative. The 1937 scheme of the Federal 
Council had deliberately left private goods transport by 
road unregulated except for a formal requirement of 
registration, and it remains to be seen what attitude the 
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council will take on a proposal submitted to it in the 
spring of 1938, and whether it will oppose an amendment 
designed to give constitutional force to the principle that 
long-distance traffic should mainly use the railway. 
Tariffs had since 1926 been arranged by the Sesa Com- 
pany with consignees for the protection of rail consign- 
ments against lorry competition. Control of these traffics 
is now being taken over by the Federal Railways adminis- 
tration. Door-to-door services are being further developed 
and the number of consignments by these services is over 
1,000,000 per annum. 

In the actual operating expenses of fr. 229,484,644 there 
was an increase of fr. 4,856,131 or 2:2 per cent. Pay- 
ments to the staff in 1938 amounted to fr. 186,577,419, 
compared with fr. 184,188,679 in 1937, although the 
number of staff was reduced from 27,970 to 27,566. Pas- 
senger train-kilometres amounting to 35-47 millions showed 
an increase of 1:68 million or 5 per cent., but in the 
goods train-kilometres of 11-13 millions there was a re- 
duction of 523,000. The final result of the year’s work- 
ing, after making allowance for interest charges, &c., 
is a deficit of fr. 35,238,051, comparing with fr. 14,556,778 
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in 1937. The accompanying table compares results in th, 
past two years. At present the rate of exchange is about 
fr. 20°81 to the £:— 


1937 1938 
Passenger numbers 111-99 millions 113-20 milli 
Goods traffic, tons 15-78 millions 13-87 mill 
Train-kilometres - 45-5 millions 46-6 milli 
Operating ratio, per cent. 66 -40 71-02 

Fr. Fr. 
Passenger receipts 133,034,133 131,906,116 


190,560,702 
338,312,023 
224,628,513 
113,683,510 


175,716,875 

323,141,001 

229,484,644 
93,656,356 


Goods and postal traffic receipts 
Gross receipts 
Expenses 
Net receipts 

The new station at Niederweningen was opened on \ 
15, 1938. Among the new works in progress ar¢ 
doubling of the line between Emmenbriicke and Sentim 
improvements at Geneva and Neuchatel stations and 
deviation and doubling of lines as between Wilerfeld 
Berne. At the end of 1938, of the 2,885 km. of lin 
belonging to and worked by the administration, 1,162 
km. were double-track. Some 23 level crossings w: 
eliminated during the vear. 








LETTERS TO 


THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Moral Rearmament 


Wildern, Blackheath, 

Guildford, Surrey 
May 22 

RAILWAY GAZETTE 


To THE EpiTror oF THE 


Sir,—May I, as a former railwayman, as the author of 
‘* Death on the Way,”’ a railway detective story which you 
were so kind as to review, and as one associated with the 


Oxford Group, express my appreciation of your report of 

the Holborn Restaurant meeting and of your admirable edi 

torial thereon. I am sure these paragraphs will be funda 

mentally helpful to railway workers and therefore to railways. 
Yours sincerely, 


FREEMAN W. CROFTS 


The Fastest Steam Locomotive 


Abford House, Wilton Road, 
Westminster, S.W.1 


May 20 
To THE Epiror oF THE RaILway GAZETTI 
Sir,—I have read with interest Lord Monkswell’s article 
Locomotive Power and Efficiency ’’ which appeared in 


your issue of April 21. 

Referring to his remarks in regard to the high-speed tests 
carried out in Germany with the streamlined 4-6-4 engine 
No. 05,002 as described in Glasers Annalen of December, 
1935, it might be of interest to your readers to know that 
the maximum speed attained during those tests has now 
been exceeded in tests carried out with this engine in the 
following year. 

During a trial run made on May I11, 1936, engine No. 
05,002 with 197 tons behind the tender attained a speed 
of 201 km.p.h. on the level—i.e., 124-8 m.p.h. As far as I 
knew this is the highest speed ever attained by a steam 
locomotive and it may, therefore, be justly claimed that 
engine No. 05,002 is the fastest steam locomotive in the 
world. 

Yours faithfully, 
J. CLUBLEY ARMSTRONG 

[According to the best of our information, the world record 
for steam is held by the London & North Eastern Railway 
Company’s streamlined Pacific Mallard, which reached a 


speed of 125 m.p.h. (actually for a very short distance 126 
m.p.h. was found on the dynamometer chart) in the course 
of a test run on July 3, 1938. 


Full details were included 





Comparis 


in our issue of July 8 of last year, at page 78. 


with the German record was made in an editorial note 
published at page 315 of our August 19, 1938, issue; 


then pointed out that we had been advised officially by th: 
Reichsbahn that the highest speed attained by its strea1 
lined 4-6-4 locomotives was 200-4 km.p.h. (124-5 m.p.h.) o1 
a test run between Berlin and Hamburg.—Eb. R.G.] 


The Millwall Extension Railwav 
137, Icknield Way, Letchworth 


May 21 
To THE Epiror oF THE RAILWAY GAZETTE 
Sir,—With reference to the article on page 351 of TH 


RAILWAY GAZETTE of March 3, 1939, I find that passenger 
trains ran between Millwall Junction and Millwall Docks fron 
December, 1871. Although the trains ran only in the morn 
ing and afternoon and were intended primarily for work 
men at the docks, presumably ordinary passengers were als« 
conveyed as the trains were shown in Bradshaw. 
Yours faithfully, 
H. V. BORLEY 
[The article in question recorded the opening of the Mill 
wall Extension Railway from Millwall Junction to Glengall 
Road (Millwall Docks) station on December 18, 1871, and 
the extension thence to North Greenwich on July 29, 1872 
We added that passenger traffic began on the latter date 
We were indebted to the L.N.E.R. for checking this informa 
tion, and presumably July, 1872, marked the beginning of 
an ordinary through passenger traffic. Our correspondent’s 
letter is interesting as showing that a limited passenger 
traffic—mainly for workmen—was carried over a section of 
the line a few months earlier.—Epb. R.G.] 


NETHERLANDS RAILWAY CENTENARY.—There has_ been 
some misapprehension regarding the exhibition train to repre 
sent the first railway in the Netherlands which is to run at the 
forthcoming Amsterdam exhibition. We stated in the 
editorial note on page 719 of our May 5 issue that this train 
would not be built to the broad gauge originally used by the 
Holland Railway Company, but would be of standard gauge. 
We now learn, however, that the exhibition train has been 
built to the broad gauge, and its running will thus be limited 
to the exhibition. Incidentally, the broad gauge in the 
Netherlands—commonly called two-metre—was in fact 1°94 
metres, or approximately 6 ft. 4} in. 
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PUBLICATIONS RECEIVED 


London & North Eastern Railway 
Magazine.—This month’s issue of the 
E.R. Magazine is introduced with 
ontispiece of King’s Cross—not the 
vay terminus, but the most easterly 

it of South Arran. Mr. John T. 

t, of the Marine Superintendent’s 
ce, Glasgow, writes on the historical 
ciations of the spot with Robert the 

ce, and the contrast between the 
o's Cross of Arran and its southern 
nesake. The centenary of Bradshaw 
commemorated with an article on 
founder of the guide, in which the 
erage timetable user will find much 
information. A notable recent 
ineering event has been the recon- 
iction of Calder bridge, between 
neaster and Wakefield, work in 
nnection with which imposed a speed 
mit at this point on the West Riding 
mited express in its early days. Mr. 
J. M. Inglis, Engineer, Southern 
\rea, describes how the new steelwork 
is assembled on the river banks and 
hen erected by continuous’ work 
throughout the 24 hours for 13 days. 
\ very detailed article also appears on 
the Liverpool Street-Shenfield electrifica- 
tion scheme, with a double-page diagram 
{ the lines, stations, and connections 


vith the extended Central Line tube. 


Train Signalling. By T. H. Carr, 
vith foreword by Mr. T. W. Royle, 
Chief Operating Manager, L.M.S.R.; 
24 pages, 7} in. x 9} in., 2 diagrams, 
st of ‘‘Is Line Clear ?”’ bell signals 
ind head code chart. Reprinted from 

W.S. Magazine. 2d. net; 4d. includ- 
ing postage.—The present publication 
s a reprint of a series of articles contri- 
buted by Mr. Carr during 1937 and 1938 
to the L.M.S Magazine, revised to 
nclude the amendments to the regula- 
tions up to the present date. Their 
object is to provide a comprehensive 
guide to the standard double line block 
regulations (single lines are not touched 
on, calling for separate treatment in 
important respects). The author deals 
with the fundamental principles of the 
block system and its predecessor, the 
time interval system, and, owing to the 
impossibility of showing every type of 
block apparatus in service on the 
L.M.S.R. lines, limits himself to an 
yutline description of Fletcher's com- 
bined block telegraph instrument, so 
widely used on the former L.N.W.R. 
There are, however, a few brief refer- 
ences to the features of other types, 
such as the rotary apparatus. 

Mr. Carr proceeds to treat the 
principles of each block regulation in 
turn, analysing the various operating 
conditions under which it can play a 
part and explaining the steps demanded 
of signalmen and others in fulfilling the 
requirements ; emphasis is rightly laid 
on special and unusual conditions, 
always the most difficult to deal with, 
their correct handling being the true 
test of a signalman’s competence. The 
actual text of the regulations is not 


reproduced, however, the reader being 
assumed to use them and any special 
instructions applying to his own signal 
box or locality, in conjunction with the 
present work. It is, of course, precisely 
when something occurs out of the 
ordinary that a thorough knowledge of 
rules and procedure is called for, a fact 
by no means always sufficiently appre- 
ciated. Mr. Carr's articles cover the 
subject with great care and cannot fail 
to be of help to those who require to 
have the block regulations at their 
finger tips ; they will be valuable alike 
to those entering on a study of the 
subject and others who need to refresh 
their knowledge from time to time. 
Although dealing with the L.M.S.R. bell 
codes and rules, the text is necessarily 
of much wider application, and should 
prove a valuable and welcome aid to the 
staffs of all our main-line railways. 


Die Entwicklung und der Stand 
der Zugbeeinflussung bei der Deut- 
schen Reichsbahn. (The Development 
and Present Position of Automatic Train 
Control on the German State Railway.) 
By Reichsbahnrat Krauskopf. Berlin, 
S.W.68, Vienna, and Leipzig: Otto 
Elsner Verlagsgesellschaft. 8} in. 
112 in. 165 pp. 169 photographic 
illustrations and 144 diagrams. Price 
RM. 6-40.—An account of the ground 
covered by this work is given in the 
article, ‘‘ Development of A.T.C. in 
Germany,” on page 858. 


Holidays by Airway.—Dean & 
Dawson Limited, of Blandford Square, 
London, W.1, has published a hand- 
book of Continental holidays and tours, 
using air transport. Inclusive charges 
are quoted covering air tickets and 
accommodation. In addition to holi- 
days in the usual European centres, air 
travellers can go further afield by the 
services of Imperial Airways, Air France, 
and K.L.M., with the choice of travelling 
by sea in one direction. At the other 
end of the scale are air holidays at 
home by internal air lines. 


The Spirit of Canada: A souvenir 
issued by the Canadian Pacific Railway 
in connection with the visit of the King 
and Queen to Canada.—This book is 
beautifully produced and lavishly illus- 
trated in gold and in colours, but it is 
not on sale to the public. The whole is 
tastefully decorative and embodies in it 
real works of art. Apart from the 
natural colour photograph of Their 
Majesties in their crowns and robes of 
State, accompanying the loyal greetings 
to the King and Queen, the principal 
illustrations are prepared from water- 
colour sketches of the Dominion and 
Provincial legislative buildings, by the 
well-known Canadian artist, Mr. C. W. 
Simpson, R.C.A. Each illustrates a 
chapter devoted to its own Province, 
written by Canadian writers of mark. 
The foreword—also illustrated by Mr. 
Simpson—deals_ especially with the 
National War Memorial at Ottawa, and 
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is signed by Sir Edward Beatty, G.B.E., 
President and Chairman of the C.P.R. 
The coats of arms of the various Pro- 
vinces not only adorn the appropriate 
chapters, but are also emblazoned in 
colour on the cover, which is in keeping 
with this striking production as a whole. 
The volume concludes with a map of 
the royal tour and a loose leaf time- 
table is also enclosed in each copy. 


Farmhouse Holidays.—A guide to 
farmhouse accommodation for holidays 
in the country and by the sea has been 
published by the Farmhouse Holiday 
Bureau, 11-13, Southampton Row, Lon- 
don, W.C.1, at the price of sixpence 
(sevenpence post free). A foreword by 
Mr. S. P. B. Mais outlines the pleasures 
of this type of holiday, and the guide 
itself gives all necessary information as 
to where, and in many cases at what 
price, they can be enjoyed. 


Veneers and Wall Panels.—A new 
brochure of Bakelite Limited, of London, 
S.W.7, is devoted to the uses of the 
firm’s interior decorative materials, 
which combine a pleasing appearance 
with durability in service. The firm’s 
veneers may be applied to doors and 
furniture, table tops, and, in many 
cases, to walls; the wall panels are 
used principally for the construction of 
partitioning and the complete surfacing 
of walls. There are many illustrations 
of actual Bakelite applications, and 
reproductions of a few of the colours, 
designs, and patterns available. 


A New Timken Quarterly Maga- 
zine.— The first number has _ just 
appeared of a new four-monthly publi- 
cation, Timken Times, produced by 
British Timken Limited, of Aston, Bir- 
mingham. The Chairman, Mr. M. B. M. 
Dewar, introduces the magazine with a 
personal message to Timken-users all 
over the world. A double page of 
illustrations gives an idea of the varied 
applications of Timken bearings—to 
locomotives, diesel engines, cranes, and 
There is an interesting article 
describing the new 4-8-2 + 2-8-4 
Beyer—Garratt locomotives for the 
South African Railways, to which the 
firm’s axlebox roller-bearings have been 
fitted. 


so on. 


Gravity and Forcefeed Oilers. 
-arker—Hale Limited, of Birmingham, 
has just issued a new brochure describing 
the firm’s complete range of gravity 
and forcefeed oilers. The Valvespout 
oilers consist simply of a valve within a 
brass spout ; they require only a twist 
to left or right to open or close. Their 
containers, finished in red, hold a good 
supply of oil—one pint in the largest 
model—and their construction, of deep 
drawn steel, makes them very durable. 
No leakage is possible as there is no 
open air inlet in the head ; Valvespout 
oilers are, therefore, to be found in use 
where cleanliness is important—in the 
home, and the farm, in the ship’s 
engine room and the power station. 
Copies of the brochure may be had 
from the offices of the firm at Whittall 
Street, Birmingham, 4. 
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THE SCRAP HEAP 


Regarding the recent correspondence 
between Mr. Grasemann of _ the 
Southern Railway and Mr. Dandridge 
of the L.N.E.R., Punch has now 
stepped in, for our contemporary’s new 
advertisement in the Underground cars 
reads: 

Cultivate a SUNNY disposition 
Read Punch the SUNSHINE weekly. 
* x * 


A Roumanian boy, aged 15, arrived 
in Paris on the morning of August 30, 
having travelled by the Orient Express 
under a carriage, in which position he 
spent 36 hours without food or drink. 
On being arrested, he stated that he 
was going to see his uncle, a lace mer- 
chant, of Manchester. The youth, 
who was in an exhausted condition, 
was taken to the police station after 
restoratives had been administered.— 
From “The Railway Gazette’’ of 
September 6, 1912. 


IMPOSSIBLE ERROR 


rhere is nothing quite so formidable 
as a formidable old lady—and that 
discovery, I am told, was made the 
other day by a ticket collector on a 
train from London. He was engaged 
in collecting the ticket of a girl who 
had come from abroad and had a vast 
booklet full of paper tickets in which 
she tried in vain to find the right one. 
The ticket collector fidgeted im- 
patiently while she searched through 
the bundle. ‘‘ Perhaps you think I 
am standing here as an ornament? 
he said at length. The formidable 
old lady who was in the compartment 
looked up from her book. ‘‘ The girl 
is not blind,’’ she announced austerely. 
—From ‘‘ The Yorkshire Post.”’ 


During the construction of the 
London & Birmingham Railway the 
following story went the rounds and 
was recorded by Roscoe and Lecount 
in their book on the London & Bir- 
mingham Railway which was reviewed 
in The Railway Magazine in May, 
1839 : 

‘A navigator engaged on one of the 
contracts, went into a village public 
house, and made the inquiry ‘ Have 
you got any gin? laying a_ great 
stress on the word you. The land- 
lord quickly responded that he had 
plenty. ‘ Oh,’ said the navigator, ‘ I 
am glad of that! I have been to the 
other public-house, and broke him of 
all he had. I wanted two gallons, and 
he had only got one; so I have had 
to come here for the other one.’ The 
gallon was quickly measured out, and 
added to that which he had before in 
his bottle. He was then very coolly 
walking out of the shop; mine host, 
however, soon reminded him that there 
was a little process to go through 
which appeared to have escaped his 
recollection, namely, the paying for 


the gin. To this the ‘ Navie’ 
shrugged up his shoulders, and said he 
would pay on Saturday night. Boni- 
face thought he would not be cheated 
in this way, and the gallon measure 
was quickly refilled again out of the 
‘ Navie’s’ bottle, when he departed, 
looking very indignant at not being 
trusted till his pay-night. It only re- 
mains to say, that what he had 
originally in the bottle was a gallon 
of water—not a gallon of gin—and 
consequently his ingenuity was re- 
warded by his getting clear off with 
half-a-gallon of ‘mine host’s’_ best 
cream of the valley,’ in a state con- 
veniently prepared for drinking.” 


* * * 


In a recent article in the Glasgow 
Herald, Phyllis Jenkins has some 
amusing observations to make on the 
Paris Metro. All kinds of innovations 
are being introduced on this most 
ramified of underground systems. An 
up-to-date scheme of lighting has 
robbed the stations of their vault-like 
appearance, and the ghostly illumin- 
ants that have for so long guided 
Parisians in their subterranean grop- 
ings are a thing of the past. An 
“ Ou allez-vous '’—*‘ penny-in-the- 
slot ’’’—if the term may be used in 
respect of the French variety—is now 
installed at the Madeleine station; you 
press a button for your required 
destination and are presented with a 
ticket giving precise directions of the 
route to follow. The gamins of the 
city delight in ringing the changes on 
this machine and go away rewarded 
with a mixed bag of free travel in- 
formation. Bewhiskered and __ be- 
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medalled Frenchmen may be sen 
diverting themselves on another 
machine which, when the button fo, 
a particular station is pressed livhts 
up the route thereto. The latest 
gadget is an automatic machine for 
issuing National Lottery tickets; yoy 
insert two coins—a one-franc and a 
ten-franc piece—and receive a tenth 
part lottery ticket. Your gambling in 
stincts are aroused by printed 
exhortations such as ‘Let the 
National Lottery pay your summer 
holiday ’’ which adorn the machir 


* * * 


GEORGE HUDSON’S SUNDAY TRAI 
STILL RUNS 

We are indebted to Major H 
Watson, C.B.E., M.V.O., Chairma 
the Association of Minor Railway ( 
panies and formeriy General Super 
tendent of the North Eastern Railw 
for the following :— 

When George Hudson, the ‘‘ Railw 
King,’ was Chairman of the Yor 
Newcastle & Berwick, and other ra 
ways, which in 1854 were amalgamated 
as the North Eastern Railway, he li, 
at Sessay Hall, near the station of t 
name about 18 miles north of York 
On Sundays he used to attend the se: 
vice in York Minster, travelling by tl 
slow train from Newcastle to Yor 
which is still running. During it 
existence there have been some mino! 
changes in its timings, but it has always 
been the same train. Formerly it 
stopped at all stations from Newcast! 
to York. Now, as may be seen, « 
reference to Table 103 of the L.N.E.R 
timetables, the train leaves Newcastl 
at 6.20, Gateshead 6.23, and runs non 
stop to Durham. Thence it stops at 
nearly all stations, calling at Sessay 
9.5 and arriving at York at 9.32. 


Popular Misconceptions—A Wagon-Lits train at speed 


(Reproduced by permission of the proprietors of ‘‘ Punch’’) 
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OVERSEAS RAILWAY 


THE RAILWAY GAZETTE 


AFFAIRS 


(From our special correspondents) 


SOUTH AFRICA 


South African Airways 
unkers aeroplane left Germiston 
y 1 on a survey flight up the 
Coast of Africa in the final step 
ls the institution of the regular 
ile Southern African air service 
bed in THe RatLway GAZETTE of 
ber 12, 1937. The machine 
| a fully-equipped technical staff 
vill collaborate in making the sur- 
s comprehensive as possible. The 
lishment of a chain of emergency 
¢ grounds and of radio stations 
the entire 7,000-mile route will 
me of the direct results of the 
The route to be followed is from 
nesburg over the Kalahari to 
ihoek, thence to the Cocoveld on 
orth-west border of South West 
From there the plane will pro- 
to Mossamedes and to Loanda, 
ipital of Angola. All arrangements 
the circular service will probably 
oncluded within three or four 
ths. When the administration com- 
s its 7,000-mile circular Pan- 
un service it will be operating the 
st and biggest route in the 
thern hemisphere. Already its fleet 
cond only to the Imperial Airways 
ize in the British Empire. In com 
ison with Continental and American 
ices, it is said to be the fifth largest 

1e world. 

[he personnel of the survey party is 
Mr. G. S. Leverton, Assistant Mana- 
gt South African Airways; Mr. 
K. S. P. Jones, First Officer; Mr. L. 
McKechnie, Freight Engineer; Mr. T. 
Drew, Refuelling Survey; Major 
]. T. D. Louw, Pilot and Flying Super 
intendent of the new service; Mr. J. K. 
Sedgwick, representing the Publi 
Works Department; Dr. J. H. Ranch, 
Medical Officer of Health, Germiston; 
and Mr. Louis Kraft, Aviation Corre 
spondent of the Rand Daily Mail. 


Steel Coaches 

The administration is investigating 
the question of steel as opposed to 
wooden coaches on the South African 
Railways, and experiments are now 
being conducted with a veiw to increas 
ing the steel reinforcement of the ends 
of passenger coaches in use on main 
line services. In South Africa the 
general policy for the past 30 years in 

ich construction has been to supe! 

pose wooden bodies on steel under 
frames and in recent years the aim has 
been to increase the steel reinforcement 
of coaching stock. In its report, the 
Granet Commission expressed the 
opinion that the types and general con 
dition of the administration’s passen- 
ger vehicles were satisfactory, but re 
ommended that the question of the 
ise of steel-bodied vehicles should be 
reviewed. Following this recommenda- 


tion, the position has been carefully 
watched and, without departing from 
the present standard design of main 
line saloons—the administration’s tech- 
nical officers hold the view that this is 
not warranted by the experience gained 
in South Africa, as well as in other parts 
of the world—action has been taken in 
the direction of strengthening passen- 
ger stock to resist crushing or telescop- 
ing in accidents. 


CANADA 


Railway Co-ordination and the 
Legislature 

A Government report urging more 
active co-operation between the 
Canadian Pacific and Canadian 
National administrations was adopted 
by a special Railway Committee of 
the Senate on May 12. The report 
recommended wide pooling and other 
measures for economy, as well as the 
appointment of the Chairman of the 
Transport Board as arbitrator and to 
urge closer co-operation in every phase 
of working. An amendment recom 
mending unified management of the 
two systems is expected to be moved 
at a meeting of the whole Senate. 


UNITED STATES 


New Pennsylvania Coaching Stock 

The first of the 100 new coaches of 
modern désign and equipment ordered 
from the Pennsylvania company’s 
Altoona works has been delivered, and 
40 are expected to be in service by the 
end of May; the remaining 60 will be 
delivered in June. The improvements 
incorporated in them include re 
designed, re-decorated, and newly 
appointed interiors, shatter-proof glass, 
all-metal window sashes, complete non- 
draught air-conditioning, roller-bearing 
axleboxes, and tight-lock couplers. 

The initial 50 cars will be for day 
services, each seating 84 passengers on 
plush-upholstered sponge-rubber seats 
with reversible backs. The remainder 
are for long-distance travel, including 
night journeys. They will have in 
dividual reclining seats. In all the 
cars special attention has been paid to 
shadowless, soft lighting. 


SPAIN 


Train Services Re-established 

Although rail communication was re- 
established on the two main lines be- 
tween Madrid and Barcelona and 
Madrid and Seville a very short time 
after the termination of the war, ser- 
vices have been limited to the daily 
correo and mail train, and to goods 
trains. The track has now _ been 
thoroughly inspected and the daily ex- 


press services on both lines have 
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been reinstated; from May 5. these 
trains have been running normally and 
regularly, although there are still 
occasional delays owing to precautions 
along the line. The dining and sleep- 
ing cars on both routes, as before the 
war, are those of the International 
Sleeping Car Company, and the timings 
are also the same as those of the pre- 
war period, the Seville express leaving 
Madrid at 9.30 a.m. and arriving at 
8 p.m. 


Frontier Communications 
Restored at Port Bou 

The railway bridge at Port Bou, 
which was dynamited by the Republi- 
can army in its retreat, has been tem- 
porarily repaired, and the first locomo- 
tive passed over it and through the 
international tunnel to Cerbére on May 
11. The engine was decorated with the 
Spanish colours, and on its return 
journey, in addition to a train of empty 
wagons, hauled two mounted pieces 
of heavy artillery, which had been lying 
at the station in Cerbére since before 
the end of the war. 


The Railway Problem 

The Council of Ministers, at its meet- 
ing in Burgos on May 8, considered the 
railway problem, and approved the 
draft of a new law, establishing a pro- 
visional régime for the railway com- 
panies, the text of which will be pub- 
lished in due course. Decrees were also 
approved relating to the construction of 
locomotives and the repair of railway 
rolling stock. 


INDIA 


Government Finding on South 
Indian Railway Derailment 


The Government of Madras, acting 
upon the report of the District 
Magistrates of Trichinopoly and 
Madura, has_ published its finding 
upon the accident to a passenger train 
at Ayyalur on the night of August 20- 
21, last, when 33 persons lost their 
lives, and 93 were injured. This find- 
ing states that no blame can be 
attached to the railway administration 
or the crew of the train or any other 
member of the railway staff, and that 
subsequent measures taken were 
prompt and_ effective. It further 
states that an important contributory 
cause of the accident was the substi- 
tution of a culvert for an Irish bridge 
on the District Board road, as this 
affected the data on the basis of which 
railway bridge No. 1,278 was designed. 

It appears from the summary of the 
finding that this change in the road 
bridge caused the sudden flood on the 
night in question to breach the rail- 
way embankment, the train plunging 
into the breach so caused. 

The finding observes that it was 
most unfortunate that the change in 
the road bridge was not reported tc 
the railway authorities nor noticed by 
them, and it criticises nearby villagers, 
who were aware of the breach two 
hours before the train crashed into it, 
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for not reporting the fact to any rail 
way servant. The Government re- 
minds the public that it is expected to 
give prompt information to railway 
officers of any danger or damage to 
the railway. 

Appeal of Deputy Controller 

Dinapore Upheld 

Mr. S. W. Ralph, who—as 
announced in THE RalLway GAZETTE 
of January 20, 1939—had been con 
victed of negligence in failing to issue 
a caution order prior to the Bihta de 
railment, has now been acquitted on 
appeal to the High Court of Bihar. 


Earnings of State Lines during 
1938-39 


lhe approximate gross earnings of 
all the State-owned railways during the 
vear ended March 31, 1939, amounted 
to Rs 94-0] 
Rs. 83,00,000 as compared with those in 
the previous fiscal year, but an increase 
1,.97,00,000 total for 


crores, a decrease of 


of Ks over the 


1936-37 


B.-N.R. Liner Specials and Long 
Engine Run 

he Bengal-Nagpur Railway, in part 
nership with the Great Indian Peninsula 
Railway, is running a series of boat 
specials from Calcutta to Bombay to 
connect with the principal liners during 
the homeward season, and 
opportunity was taken in working the 
Circassia (Anchor Line) special to run 
one of the latest 4-6-0 ty pe locomotives 


passage 


through from Howrah (Calcutta) to 
Nagpur—where the G.I.P.R. took over 
the train—a distance of 703 miles, 
without change of engine The B.-N.R 
route is the shortest between the great 


eastern and western cities of India, 
but it is much more heavily-graded than 
the competing East Indian route Che 
former has long 1 in 100 undulating 
grades, so that it provides a greater test 


of long engine runs than do many longet 
runs on other Indian lines 


ARGENTINA 


Nine Months’ Railway Earnings 

rhe figures just issued by the National 
Railway Board giving the gross receipts 
of the State-owned and private rail 
ways for the first nine months (July 1 
March 31) of the current financial vear 
are the reverse of encouraging, as they 
indicate that with one or two excep 
tions, the situation of the private rail 
wavs is likely to be little if any better 
on June 30 next than it was twelve 
months previously. Of the privately 
owned lines, only the Santa Fé Provin 
cial, Entre Rios, and Argentine North 
Eastern have improved their positions 
to any marked extent; on the other 
hand, all four broad-gauge lines con 
tinue to show decreases in their gross 
earnings, the worst off being the Central 
Argentine, with a decline of $1,793,528 
gold (5-16 per cent.), as compared 
with the corresponding period of 1937 
38. The Buenos Ayres Great Southern 


Railway has a decrease of $1,888,920 
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gold (4-50 per cent.), but the Buenos 
\yres & Pacific and Western are prac- 
tically at the same level as in 1937-38, 
the drop in revenue experienced by the 
former being $547,800 gold (2-21 per 
cent.), and by the latter $231,000 gold 
(1-80 per cent.). The appended table 
shows the returns for all the railways in 
gold pesos. The figures relating to the 
State-owned lines (marked with an 
asterisk) are for the first three months 
of 1939 only. 


B.A.G.S. ene 

Central Argentine 

B.A.W. 

B.A. & P. ; 

Province of Santa F¢ 
Compania Gene ral 
*Cordoba Central 

B.A. Central . ; 
*Central North Argentine 
*San Antonio- Bariloche 
*Comodoro Rivadavia 
*Puerto Deseado 
*Central of Chubut 
*‘Diamante to Curuzti-Cuatia 
Rosario-Puerto Belgrano 
Entre Rios ‘ 
Argentine North Eastern . 
Bahia Blanca & N. Western 


Extension of C.A.R. Air- 
conditioned Services 

In view of the success achieved by the 
running between Buenos Aires and 
Cordoba of the Central Argentine Rail- 
way’s first air-conditioned train El Cor- 
dobés (a description of which appeared in 
THE RAILWAY GAzETTE of June 10, 
1938), the company has extended this 
system to its services through the 
northern provinces of Santiago del 
Estero and Tucuman, where dust and 
heat are frequently disagreeable factors, 
especially during the 
On April 1, a train named El Tucumano, 
of similar characteristics to El Cordobés, 
equipped with air-conditioning appara 
tus and semi-Pullman seats in the saloon 
coaches, was put into operation between 
\ires and Tucuman. The new 
service is at present a weekly one in 
each direction, leaving Buenos Aires 
every Monday at 7.00 a.m., and arriving 
at Tucuman at 11.15 p.m., the same 
day, thus covering the journey of some 
720 miles in 16} hr., as compared with 
the ordinary timing of 23 hr. Chere 
are intermediate stops at Rosario and 
three other points in direction. 
Che return journey is made on Wednes- 
days. Single tickets only are issued, 
the fare being $60-00 paper (approxi- 
mately equivalent to £2 18s. 11d.) each 
way, including supplement for reserved 
semi-Pullman seat. 


summer season 


Buenos 


each 


State Railways Connections 

\t Tucuman the train connects with 
the State Railways to and from La 
Quiaca on the Bolivian frontier, and 
enables the journey to and from Buenos 
\ires and Salta and Jujuy to be made in 
26 hr., instead of 33 hr. as formerly. 
The State line train leaves Tucuman on 
Mondays at 11.30 p.m., arriving at 


Salta on Tuesday at 9.00 a.m., Jujuy 
at 9.55 a.m., and La Quiaca at 8.16 p.m. 
Phe journey 


between Tucuman and 
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Salta and Jujuy is made in the sleenine 
coaches of the State Railways. 


CHINA 


Japanese Railway Engineers’ '| sks 


Japanese military engineers Lv 
speedily repaired the 28-km. lin | 
ing the river port of Shihhweiya ith 


the Tayeh iron mines. The line was 
reopened for traffic on April 3. In 


1937-38, 1938-39. Inc 
$ Gold $ Gold per 
40,232,720 38,343,800 | 
34,772,276 32,978,748 5: 
12,833,920 12,602,920 1 
24,840,640 24,292,840 2 
4,517,081 5,146,633 1 I 
4,086,720 3,616,800 1 
2,389,405 3,060,486 i 42 
2,074,292 1,788,600 13 
5,414,177 5,549,278 l 
489,001 402,077 17 
79,363 64,476 18-3 
67,525 52,585 22-1 
65,542 71,091 i 10-8 
244,345 376,144 + 15 
1,528,560 1,529,440 L 
4,070,736 $407,435 + 10-82 
2,565,803 2,702,241 + 10°53 
2,430,120 2,227,280 Ss 


many parts of China the Japanese ar 


holding only a very narrow strip of 
country along each railway line, and 
the Chinese are carrying on as usual 
in all the surrounding territory. This 


is particularly so in the Province of 
Shansi, and the Japanese dare not v: 
ture out at night from their block 
houses and strong points protecting 
railway. 


VICTORIA 


Excursion Car Converted 
into Ambulance 


At Newport shops an excursion cal 


has, in accordance with the require 
ments of the Defence Department, 
been converted into an ambulance 


[his type of car was selected becaus« 
could be carried out 
rapidly, and on account of its 


its conversion 
most 
vreater carrying capacity than an ordi 
narv car: also its dimensions and weight 
enable it to be used on any broad gaug: 
line. 

Che conversion involved the re 
moval of all the seats and partitions 
and the sealing of the side doors near 
the ends. Gas lighting is retained and 
oil lamps added for use in case of emer 
vency. A wash basin and gas heater 
have been installed. There are three 
tiers of beds on each side of the central 
sangway, the middle tier being hinged 
SO that, when lowered from the hori 
zontal position, the bunks form reclin- 
ing seat backs for the lowest tie! 
which may then be used for sitting-up 
patients. ‘The exterior is painted with 
moonstone grey synthetic lacquer, with 
two large red crosses on each side, and 
one, on the roof with a white back 
sround; the interior is all white. This 
car, which is illustrated on page 870, 
has been converted as a model for the 
building of similar cars in other States 
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THE “SQUARE DEAL” REPORT 


The recommendations of the Transport Advisory Council, 


issued on Friday last, include relaxation of statutory 


rates control in favour of extensive transport co-ordination 


rgtHE Minister of Transport on December 12, 1938, re- 
i quested the Transport Advisory Council to give 
urgent consideration and make recommendations as 
ie proposals made by the railway companies in their 
ioranda of November 23 and December 8, that the 
ting statutory regulation of the charges for the con- 
ance of merchandise traffic by railway, together with 
requirements attached thereto, including such matters 
lassification, publication, and undue preference, should 
repealed. In transmitting the matter to the council, 
Minister indicated that, as at present advised, he was 
lined to the view that in existing circumstances there 
prima facie, a case for some material relaxation of 
isting statutory regulations, provided that due regard is 
d to the ultimate objective of the co-ordination of all 
forms of transport. The council’s report, made to the 
linister of Transport on April 4, 1939, after four months 
| intensive inquiry, is divided into four parts, a summary 
which is given below :— 


PART 1 
Introductory and Proceedings 


[he council, which is a very large body representative 
transport, trading, and public interests, decided on 
December 15 to depute twenty of its members to form a 
ommittee to consider the railway companies’ application. 
Ihe report of this committee, which was considered and 
ipproved by the full council, makes clear at the outset 
it the railway companies do not desire to attack the 
id transport industry, but that they ask only for such 
freedom of action as will, in their opinion, enable them 
to compete for traffic with road and other transport ser- 
ices on a fair and equitable basis. Having regard to 
the views expressed previously by the council on the 
question of co-ordination, and the fact that the railway 
position necessitated immediate action, the committee 
irranged, concurrently with its investigation of the matter 
in the light of the documents and evidence submitted, 
that the railway representatives should enter into dis- 
ission with the trading and other transport interests to 
see what measure of agreement could be reached on the 
ompanies’ proposals Arising out of these discussions 
the railway companies drew up a further memorandum on 
January 11, 1939, in which they modified their original 
proposals for complete freedom to the extent that :— 

I—They no longer proposed that they should be relieved 
f their obligations as to reasonable facilities, through rates 
or standard conditions of carriage; 

[I—They proposed the adoption of arrangements for 
regular periodical meetings between the various trading asso- 
iations and the railway companies for the discussion of 
railway rates and charges, trade prices, and other matters 
of common interest; 

II1I—They should be entitled to make such reasonable 
charges as they thought fit, with a right to traders (failing 
igreement under the machinery proposed in paragraph II), 
to appeal against the charge to a tribunal such as the Rates 
rribunal, on the question of reasonableness. 

This modification greatly facilitated the discussions with 
the various interests and a large measure of agreement 
was reached with the road transport, canal, dock and 
harbour, coasting liner, and coastwise tramp shipping 


interests, and with the Traders’ Co-ordinating Committee, 
the Mansion House Association on Transport, the Federa- 
tion of British Industries, the British Iron and Steel 
Federation, and representatives of agriculture. The rail- 
way companies were unable, however, to reach agreement 
with the coal mining industry and the council is unable to 
recommend the adoption of the alternative proposals put 
forward by the Mining Association. The council expresses 
the hope, however, that the discussions will be resumed 
at a later date for the purpose of formulating any special 
machinery which may be desirable to meet the needs of 
that industry. 

On the question of co-ordination, the report reiterates 
the council’s view that an ordered system of transport 
under appropriate and correlated systems of control is 
essential in the interests of the community as a whole. 
It, therefore, proposes and emphasises at the outset that 
any Act which may be passed as the result of this report 
should be regarded as a temporary measure to meet an 
emergency, and should be limited in its duration to a 
period of not more than five years, or such shorter period 
as may be necessary to establish such a degree of co- 
ordination as will avoid unnecessary competition and 
overlapping of services. 


PART 2 


The Nature, Origin, and Purpose of Existing 
Statutory Regulations 


Standard Charges 

The Railways Act, 1921, introduced a new system under 
which standard charges were fixed by the Rates Tribunal 
at a level which, with efficient and economical working and 
management, was calculated (together with other sources 
of revenue) to yield the standard revenue. This standard 
revenue was defined by Statute as an annual net revenue 
equivalent to the aggregate net revenues in 1913 of the 
constituent companies, with certain specified allowances. 
Exceptional Rates and Agreed Charges 

The companies were allowed to quote exceptional rates 
below the standard, and to arrange agreed charges, subject 
in a very large measure to the prior sanction of, and, in 
many cases, to public inquiry by the Rates Tribunal, a 
requirement which they claim has prevented them from 
competing on a fair commercial basis with their competi- 
tors, to the detriment of their financial position. 
Publication 

Their statutory obligations as to publication of rates 
are concomitants of the present system of control, and as 
no similar obligations are imposed on road hauliers, the 
railways are at a disadvantage in competition. 
Standard Revenue 

The obligation upon the Rates Tribunal to adjust charges 
to enable the companies to secure their standard revenue 
has been effective only once and then only to a limited 
extent. The companies recognise that the abandonment of 
the present system of rate control also involves the aban- 
donment of the standard revenue protection and they 
would be willing to accept this as part of an integral scheme 
for the establishment of a new and more flexible system 
of rate control. 
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Equality of Charge and Undue Preference 
The possibility that the companies might be compelled 
by these obligations to reduce charges widely as the result 
of the reduction of a particular charge has proved a 
serious handicap to the railways, as road hauliers are not 
under any similar statutory obligation. 
Disintegration 
The companies are under an obligation to apportion ex- 
ceptional rates into their component parts in order that 
traders may see how much is charged for each service. 
This has proved extremely burdensome in practice. 


PART 3 


The Relaxation of Existing Statutory Regulations and 
Proposals for the Protection of Trade and Industry 


1. Agreements with Trading Interests 

The railways have reached a large measure of agree- 
ment with the trading and industrial interests as to the 
relaxations to be granted them, and the steps to be taken 
for the protection of trade and industry. The agreements 
differ in detail, but those entered into with the Traders’ 
Co-ordinating Committee, supported by the Federation of 
British Industries and the Mansion House Association on 
Transport, and with the agricultural interests, are identical 
in their broad outline. The general principles on which 
they are founded are :— 

I—The setting up of conferences to consider proposals by 
the railway companies for any general increase of existing 
charges; 

[I—Failing agreement on any such proposal at the appro- 
priate conference, the giving of one month’s notice by the 
railway company or companies concerned of their intention 
to bring the increase into force and the reference of the 
matter to a tribunal for determination; 

I1l—The giving of notice by the railway companies of 
increases in individual charges with a right to the trader 
affected to take them to the appropriate conference and, 
if necessary, to the tribunal; 

[V—The right of any trader or body of traders to appear 
before the tribunal to challenge any charge or to apply for 
reduced charges; and 

V—tThe basis of the tribunal’s determination 
to be the reasonableness of the proposed charge. 


in all cases 


In the light of these agreements, and the representations 
submitted to it, the council has reached the conclusion 
that they form a suitable basis for the determination of 
railway freight charges during the interim period of five 
years, and the council recommends that effect should be 
siven to them as shown below. 


Relaxation of existing Statutory Regulations 


On the understanding that (i) the companies do not 
seek relief from their statutory obligations as to reasonable 
facilities, through rates, and standard conditions of 
carriage, and (ii) that conferences will be set up on the 
lines of the agreements which have been reached, the 
council recommends that the following alterations should 
be made in the present statutory requirements :— 

(a) CLASSIFICATION AND STANDARD CHARGES 

These provisions should be repealed. The council 
notes, however, that the railway companies have indicated 
to the road transport interests that they would, of neces- 
sity, retain a voluntary system of classification in order 
to maintain their own commercial organisation on a sound 
footing. 

(b) EXCEPTIONAL RATES AND AGREED CHARGES 

These provisions should be repealed. From the point 
of view of trade and industry they will be adequately 
replaced by the proposed conferences and the recom- 
mendations as to the reasonableness of charges. 
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(c) PUBLICATION 

On this point, which the council regards as one of major 
importance, the railway representatives have come t 
agreement with the National Farmers Union and the Briti 
Iron and Steel Federation, but have failed to do so wit 
the Traders’ Co-ordinating Committee on Transport 
the Mansion House Association on Transport. The 
way companies are prepared to accept any obligation 
regard to publication of rates which is made appli 
to all forms of transport. On the other hand they su 
that it is inequitable to continue an obligation whi 
confined to the railway companies with the sole exce; 
of canal carriage rates where canal companies ai 
statutory canal carriers. It is their intention to n 
their charges known on appropriate commercial lin 
all interested parties, and in view of the agreements w! 
they have reached with the railway representatives, 
agricultural interests and the iron and steel industry 
satisfied with the proposal of the railway companies 
do not ask for further publication of facilities 
themselves. 

The Traders’ Co-ordinating Committee on Transport 
the Mansion House Association on Transport do not « 
sider that the proposal of the railway companies would 
satisfactory from their point of view. In the light of 
recommendations made later in this report for the p 
tection of traders by giving them a right of access to 1! 
Railway Rates Tribunal, they consider it essential in 
interests of unorganised trades and individual traders tht 
all charges in force for the time being (including agreod 
charges) should be published in such a form as to 
readily accessible to all concerned. 

The council has been unable to resolve this differen 
and in the circumstances is unable to submit a definite 
recommendation on the point. 


(d) STANDARD REVENUE 

The obligation upon the Railway Rates Tribunal so + 
adjust charges as to ensure a standard revenue will i 
longer be appropriate and should be repealed. 
(e) EQUALITY OF CHARGE AND UNDUE PREFERENCE 


(f) DISINTEGRATION 
The existing statutory provisions should be repealed 


(g) RiGHT OF TRADERS TO APPLY TO THE TRIBUNAL FO 
NEW OR REDUCED RATES OR AGREED CHARGES 
Although existing statutory provisions in this matt: 
will no longer be appropriate, we consider the right of any 
trader or body of traders to appeal to the tribunal t 
reduce charges should be retained. 


(kh) THROUGH RaTES 
CARRIAGE 


No change in existing provisions is proposed. 


AND STANDARD CONDITIONS 0! 


(7) OTHER MATTERS 

(i) Private sidings and special agreements affecting rates 

The railways do not propose any change in existing 
legislation affecting private siding agreements. In regard 
to special agreements as to rates, &c., continued unde: 
Section 34 of the Railways Act, 1921, they have assured 
the iron and steel industry that, as far as practicable, th 
relative position between persons entitled to these charges 
and other persons will be maintained and they are pre- 
pared to extend this assurance to traders generally. 

(ii) GRoup RaTEs 

The present statutory provisions should be repealed 
Experience has shown, however, that the system of group 
rates is commercially desirable and the railways do not 
in general propose to alter it. The charges to be made i 
future, will of course, be subject to challenge as to 
‘ reasonableness.”’ 
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(iii) RAILWAY FREIGHT REBATES SCHEME 


ihe operation of this scheme may need review. If the 


council’s proposals are accepted, it is doubted whether the 
system of rebates will remain the most suitable channel 
for passing on benefits of railway de-rating to traders, but 
industries affected do not ask that any change should be 


n iC. 
v) NoN-AMALGAMATED RAILWAYs AND LIGHT RAILWAYS 
(he statutory conditions should be modified similarly to 
e of the main lines. 


2. Protection of Trade and Industiy 
(he council approves the proposals for regular periodical 
tings or conferences between the railways and trade 
| industry for the purpose of discussing matters of 
nmon interest, including complaints as to freight charges 
| proposals for increases in charges. The council does 
t recommend, nor was it asked to do so, that these con- 
ferences should be set up by Statute. The success of the 
nferences would depend in large measure on the spirit 
which they were approached, and the council considers 
it it is advisable to leave the position as flexible as 
ssible. 
The council accordingly recommends :— 
i.—If the companies propose any general increase of exist- 
x charges, and agreement cannot be reached at the appro- 
priate conference or conferences, they shall give formal notice 
f their intention so to increase the charges and the matter 
iall stand referred to the Railway Rates Tribunal which, 
ter giving both sides an opportunity of being heard, shall 
x such charges as it considers reasonable. 
iii—If the companies propose any increase in individual 
harges, they shall give at least one month’s notice to the 
iders concerned and may bring the increase into force at 
iy time after the expiration of the notice. If the trader 
r body of traders concerned are unable to come to agree- 
ent with the companies, they may refer the matter to the 
ppropriate conference and afterwards to the tribunal or, if 
hey so desire, direct to the tribunal which shall fix such 
harges as it considers reasonable. 
ilii—Any trader or body of traders shall have the right 
to approach the tribunal to reduce charges on the ground 
ither that the charges or any of them are too high, or 
that the charges made to other traders with whom he is in 
ompetition are low in relation to those paid by him. 
iv.—In determining whether or not a charge is reasonable 
the tribunal shall have regard (inter alia) to the following 
onsiderations : — 

(a) Whether or not the charge is detrimental to the 
public interest. 

(6) Variations in the value of currency. 

(c) The cost of affording the service or services in respect 
of which the charge is made. 

(d) The existence of any alternative or competitive trans 
port facilities for the conveyance of the merchandise in 
respect of which the charge is made and the charges made 
for the carriage of like merchandise by such alternative 
means of transport. 

(e) The effect of the charge on the financial position 
of the parties concerned, either generally or individually. 

(f) The charge made to other traders for the carriage 
of like merchandise if it affects the trader concerned. 


Wage Adjustments and the Rates Tribunal 
The Rates Tribunal shall not be permitted to call in 
juestion the propriety of improved remuneration or con- 
ditions of employment awarded by mutual agreement or 
decision of the Railway Staff National Tribunal. 


PART 4 
Protection of Other Forms of Transport 
General 


The railway companies have reached general agreement 
with each of the other forms of transport as to the arrange- 
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ments to be made for their protection. The council 
approves the principle, but points out that the extent to 
which they will advance the aim of the co-ordination of 
all forms of transport must depend on the spirit in which 
they are implemented. 

The Road Haulage Industry 

Subject to the views expressed by the Traders’ Co- 
ordinating Committee, as endorsed by the agricultural 
interests, and also to the views of the Scottish road trans- 
port interests, the council approves the general outline of 
the agreement which has been reached between the rail- 
ways and the Liaison Committee on Road Transport 
Rates. It calls attention to the views expressed by the 
parties that its value lies more in the intentions which 
underlie it than in the actual operative clauses. 

An integral part of the agreement is the undertaking by 
the railway companies that, save in exceptional circum- 
stances, they will not, during the ensuing two years after 
they have obtained freedom from rate control, raise ob- 
jection to applications for carriers’ licences under the 
Road & Rail Traffic Act, 1933, of the following nature :— 

(a) The renewal, without any alteration, of existing ‘‘ A ”’ 
or “‘ B”’ licences; 

(b) The granting to existing hauliers of ‘‘ A ’’ licences for 
additional vehicles; 

(c) The granting to existing hauliers of additional ‘‘ B’’ 
licences for vehicles whose operations for hire or reward 
are limited to a radius not exceeding 25 miles. 

This is not, however, to debar the railway companies 
from giving to a Traffic Area Licensing Authority, on 
request, information concerning existing transport facili- 
ties which they provide, or from objecting to an application 
on the ground that the applicant has failed to comply with 
the conditions of his licence. 

The fundamental basis of the agreement lies in the 
arrangements to be made between the railway companies 
and the road haulage interests for consultation on matters 
affecting both parties, including the free discussion of 
difficulties and the consideration of constructive measures. 
To this end a Central Consultative Committee (with power 
to appoint regional committees) is to be set up for the 
purpose, inter alia, of formulating the principles on which 
voluntary agreements can be entered into in regard to the 
charges to be made for the carriage of merchandise 
traffic by road and rail, either generally or in respect of 
particular commodities or particular routes or areas. The 
agreements will specify (i) the conditions under which the 
merchandise is to be carried; (ii) the rates or charges to be 
made for the carriage and for other services rendered; 
and (iii) the places between which these rates and condi- 
tions are to apply. The correlated system of rates envis- 
aged will allow different charges to be made for each of 
the two forms of transport where such a course is found to 
be appropriate. 

The council agrees with the view expressed by the Road 
Haulage Industry’s Liaison Committee that, owing to the 
large number of operating units in the road haulage indus- 
try, adherertce to voluntary agreements could not be relied 
upon and that observance of these agreements must be 
legally enforceable. The council, however, adds that, in 
order to accord with the procedure which the railways pro- 
posed in relation to traders generally, provision should be 
made for consultation with traders before these agreements 
are finally settled and referred to a road and railway rates 
tribunal for approval. 


Canals 

The council recommends that if the requirements with 
regard to classification, standard charges, publication, un- 
due preference and disintegration of charges be repealed 
or amended in relation to the carriage of merchandise 
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traffic by railway, a corresponding relaxation should be 
allowed in connection with the charges made by statutory 
canal carriers. 
Coastwise liner shipping 

The relations between the railways and the coastwise 
liner companies are governed by voluntary rate agreements 
which have existed for many years and under which com- 
prehensive schedules of rates have been evolved. The 
railways and the coastwise liner companies agree to con- 
tinue the existing arrangements on a wider basis, and the 
council approves these proposals. 
Coastwise tramp shipping 

In their agreement with the railways the coastwise tramp 
shipping interests gave evidence of their desire to partici- 
pate in a scheme of co-ordination, being assured by the 
railways that it was not the intention of the latter ‘‘ to use 
any relief from their existing rates control to embark 
upon a policy of cut-throat competition with coastal ship- 
ping.’’ This agreement contained a definite proposal that 
any legislation which might arise out of this report should 
contain provisions for the protection of the coastwise tramp 
shipping industry modelled on the lines of Section 39 of 
the Road and Rail Traffic Act, 1933, ‘‘ enlarged to cover 
any or all rates and charges which are being made or 
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charged by the railways in competition with coast 
carriers, or in respect of ‘ shorthauls’’ to and from the 
seaboard.’’ The council endorses this proposal and recom- 
mends that it should be applied also to coastwise liner 
shipping. 


Docks and harbours 
The railway representatives agree that if the existing 
trol of railway freight charges is to be relaxed it would | 
necessary to provide other safeguards for non-raily 
owned docks in place of the existing safeguards. The : vo 
parties recommend that any independent dock autho: 
which alleges that a railway company is by its rate 
otherwise prejudicing the undertaking of that autho: 
should have the right to make complaint to the Railway 
& Canal Commission. They also agree to set up voluniary 
machinery with the object of ensuring closer contact and 
co-ordination between the independent dock undertakings 
and the railways, so improving the efficiency of the trans 

port system as a whole. 

The council approves the terms of the agreement an 
recommends that, in the event of the present statutory « 
trol of railway freight charges being relaxed, the indepen- 
dent dock undertakings should be given the right of appeal 
to the Railway & Canal Commission. 








N° other European railway administration has spent 
as much time and money on development and 
adoption of automatic train-control apparatus as 
the German State Railway, some indication of which may 
be gained from articles in THE RaiLway GAZETTE for 
September 7, 1934, May 1, 1936, and April 7, 1939. The 
first experiments with such equipment—plain cab signals 
being included for convenience in the term—were made 
in Germany in 1886; they continued at varying intervals, 
and with several types of devices, down to the war, but 
without permanent results. The war caused the subject 
to be set aside, but it was revived after public opinion 
had been stirred by one or two serious accidents, notably 
the collision at Herne, W stphalia, on January 13, 1925, 
in which 22 persons were killed and 85 injured; this acci- 
dent led to the appointment of a commission to inquire 
into the safety of the German railways. Subsequently, 
work was practically continuous, and now a very large 
mileage of main line is equipped for regular service. 
Herr Krauskopf, who has been closely associated with 
such work for a long time and has contributed numerous 
articles thereon to the technical press, has now published 
a book, Die Entwicklung und der Stand der Zugbeein- 
flussung bei der Deutschen Reichsbahn (The Development 
and Present Position of Automatic Train Control on the 
German State Railway) in which is reprinted a complete 
series of his articles to Der Bahn-Ingenieur. Having 
made a tour of investigation in America in 1932, the author 
is fully acquainted with the important installations made 
there, after the orders of the Interstate Commerce Com- 
mission. Train stops, properly so called, have found 
regular application in Germany only on the Berlin Elevated 
and Underground lines (where they were introduced 
before the war), the Berlin City and Local lines, and the 
Hamburg-Poppenbiittel line, where different designs are 
in service. Some 325 km. of double line in the Berlin 
division of the Reichsbahn, and 1,345 vehicles were 
equipped by 1934. It is understood that trials are being 
made with a magnetic device in place of the motor-driven 
train stops. Main-line devices can be classified under the 
heading of mechanical, electro-mechanical, and _ non- 
contact. 


Under the last title come devices actuated by 





Development of A.T.C. in Germany 


jets of steam or air, sound waves (below or above audibl 
frequency), magnetic fields, light, and electro-magneti 
induction, examples of all of which have been tried in 
Germany, where, as in other countries, inventors are con 
stantly making proposals to the railways. 

Herr Krauskopf describes at some length appliances 
tried in Germany before the war or soon after it, of which 
the most important were probably the Van Braam 
mechanical apparatus of Dutch invention, and magneti: 
cab signal of Stahmer. Today the Reichsbahn has finally 
eliminated all devices depending on contact between train 
and track equipment except, of course, in the case of 
simple train stops for local services. The earliest trial> 
with non-contact equipment in Germany date from 1908, 
and applied the principles of wireless. High-frequency 
apparatus, employing resonant circuits, the basis of nearly 
all subsequent equipment except the optical system, was 
introduced experimentally in 1920, at first as a mere loca 
tion warning signal to the driver, and persevered with up 
to 1929. It was in due course made to work with the line- 
side distant signals. From 1926 to 1928, however, a d.c 
inductive system was tried, but was found inadequate. 

In 1925 the Reichsbahn authorities issued an invitation to 
the principal firms to make trial A.T.C. installations, ful- 
filling six specified requirements by the following year. In 
1927 extensive trials of the first resonant inductive appara- 
tus, designed by a leading wireless firm, were made on the 
Berlin-Halle line. In 1928-1929 the official requirements 
were revised, and eventually the principles of the stan- 
dard equipment, as it eventually became, were elaborated. 
Herr Krauskopf gives a detailed account of these develop- 
ments, with full descriptions of the component parts of 
the apparatus, from the original one-frequency system tc 
the three-frequency type in general use. He refers also to 
the latest five-frequency design, which has been developed 
by reason of the increasing use of railcars, the desire to 
incorporate continuous speed control, and to provide pro- 
tection against failure to observe permanent way restric- 
tions or to close level crossing barriers. The author gives 
also a short but sufficient description of the optical A.T.C 
system. His work ranks in the forefront of the signalling 
literature of recent years. 
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THE FIRST GEORGE STEPHENSON LOCOMOTIVE ? 


Mr. R. N. Appleby-Miller has recently published an illustration of considerable historical 
interest which he discovered some years ago, and we reproduce here his notes on it 


THOUGH within recent years careful and skilled 
attention has been paid to the surviving documents 
relating to the introduction of the steam locomotive, 
is always the possibility of new facts coming to 

:t when early manuscripts in private hands are ex- 
mined. No one appreciated this better than the late 


‘adety 
' 


Grr; 
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‘To this description add the following from Mr. 
Warren’s ‘ A Century of Locomotive Building ’ 

Stephenson followed Blenkinsop (Murray) in placing the two 
cylinders axially along the centre line of the boiler, but he adopted 
Hedley’s method of drive through gears, and his first engine was 
rather a compromise between the two earlier designs than an 
improvement on either. 


Illustration of an early locomotive, probably built by George Stephenson, from a manuscript of 1816 


Mr. J. G. H. Warren, the author of that monumental 
work ‘‘ A Century of Locomotive Building by Robert 
Stephenson & Co.,’’ who, although he had sought dili- 
vently for every scrap of authentic information before 
publishing his book in 1923, nevertheless continued his 
researches and subsequently uncovered further data. 
Recently another illustration has come to light through 
the activities of Mr. R. N. Appleby-Miller, and this has 
now been reproduced by The Edgar Allen News, to the 
Editor of which we are indebted for permission to publish 
it here. Mr. Appleby-Miller contributed to that paper 
the following notes concerning his discovery, and through 
his kindness we reproduce them. 

‘“ Seven years ago I had the good fortune to discover 
the drawing of what is, without a doubt, an early loco- 
motive experiment made by George Stephenson. Whether 
or not it portrays his first or possibly his second loco- 
motive, the late Mr. J. G. H. Warren, the official his- 
torian of Robert Stephenson & Co. Ltd., would not ven- 
ture to say—although he was inclined to lean towards its 
being the first engine remounted upon six wheels instead 
of its original four only. The details of Stephenson’s 
first engine are meagre. They appear in the 1825 edition 
of Nicholas Wood’s ‘ Treatise on Rail Roads ’ :— 

In the early part of 1814 an engine was constructed at Killing- 
worth Colliery by Mr. George Stephenson, and on July 25, 1814, 
was tried upon that railroad. This engine had two cylinders, 
each 8 in. diameter, and 2 ft. stroke, the boiler was circular, 8 ft. 
long, and 34 in. diameter; the tube 20 in. in diameter passing 
through the boiler. 


‘‘ From these two short accounts it is possible to con- 
jecture exactly what the engine looked like, and when 
my ‘find’ is held up to view one no longer has any 
doubts. This illustration was a drawing on the top of a 
large ‘ Plan of the coal district on the Rivers Tyne and 
Wear,’ in the office of Mr. Cochran-Carr, colliery owner 
of Newcastle-upon-Tyne, where the historical significance 
of the drawing had remained unrecognised. The map is 
an original projection, executed by an early 19th century 
draughtsman, who combined great skill as a surveyor with 
marked merit as an artist. On the map is carefully shown 
the position of all the working pits, as well as the waggon- 
ways, water-courses, coal staiths, inclined plains, &c., in 
1815/16. The engine and its coal waggons are introduced 
into a delightful little sketch of a tree-embowered colliery. 
The engine was delineated by a draughtsman who was 
thoroughly conversant with the use of the compass and 
drawpen. The ‘ blotting in’ of the trees, the colliery 
chimney, the mine ventilating cowl, the locomotive and 
its waggons, plus the whole surroundings, &c., with 
colour, may, too, be the work of the same hand; but it 
is certain that the work is good, and patently by one 
sympathetically inclined towards a decorative treatment of 
his subject. 

‘““ A close examination of the sketch shows further that 
the drawing is probably unique for its period, as it repre- 
sents one of the earliest experiments in steam locomotion 
made by George Stephenson: the experiments whereby he 
adopted the driving arrangements of Trevithick-Murray 
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cum Blenkinsop-Hedley, to a smooth wheeled adhesion 
engine. It is interesting to see how closely Wood's 
account in his first edition of ‘ Rail roads’ fits in with 
the locomotive’s driving gear as shown in the engine illus- 
trated in this plan. True, Wood only shows a drive on 
four wheels and the illustration shown shows six wheels, 
still we do know that Stephenson had an engine with six 
driving wheels. Wood says:— 

Fig. III, Plate LV, will show the manner by which the power of 
the engine was communicated to the wheels, and the locomotion 
effected. A-A are the wheels of the carriage supporting the engine ; 
B-B the frame of the carriage on which the boiler is fixed and ad 
and he are the connecting rods transferring the motion from the 
piston to the crank, de and df are the cranks which turn the two 
small cog-wheels ef, which in turn cause the driving wheel cogs 
to move round. The cog-wheel keeps the connecting rods always in 
the correct position one with the other. This engine was first 
tried upon the Killingworth Colliery Railroad on July 27, 1814, 
upon a piece of road with the edge-rail, ascending about | yard in 
450, to draw after it, exclusive of its own weight, eight loaded 
carriages weighing altogether about 30 tons, at the rate of 4 miles 
an hour; and, after that time, continued regularly at work. 

‘Wood states that when the engine had been at work 
a short time it was found that sufficient adhesion existed 
between the locomotive wheels and the edged rail to give 
all the pull that was needed. Stephenson, however, had 
first tried an experiment which for all practical purposes 
made his engine a_ six-wheeled locomotive. Grooved 
sheaves were fixed upon the hinder travelling wheels of 
the engine, and similar grooved sheaves upon the fore- 
wheels of the convoy carriage containing coals and water, 
with an endless chain working over each. The desirability 
of carrying the engine upon six wheels in order to reduce 
the axle loads and the risks of breaking the cast iron rails 
then used, appears to have been realised early on by 
Stephenson just as it was by Hedley; only in Stephenson’s 
case he mounted his engine upon six wheels as against 
Hedley’s eight. Farey, the well-known writer on the 
steam engine, after describing the Murray-Blenkinsop loco- 
motive, wrote in 1815, in an article ‘‘ Steam engine,”’ 
published in Rees’s ‘ Cyclopedia ’ (1819) : — 

4 similar machine has been tried at Newcastle, but they have 
attempted to employ the wheels alone, without cogs upon the rails. 
lo relieve the weight upon the rails, and obtain a greater reaction 
to advance the carriage, they applied six wheels for the carriage to 
run upon; and to make the bearing equal upon all six, the two 
middle wheels were applied to the piston of a small cylinder beneath 
the carriage, into which steam was admitted, and by its pressure 
bore up a portion of the weight of the engine ; and accommodated 
itself to any inequalities of the railway. 

‘““ Now Farey’s description, so far as it goes, is in 
general accordance with the sketch the writer brought to 
light, and the use of steam ‘ springs,’ which were the 
subject of a patent by Stephenson and Losh in 1816, 
seems conclusively to show that the engine he was de- 
scribing was by Stephenson. The only evidence hitherto 
available to suggest that Stephenson may have built a 
second geared locomotive, has been Farey’s, but supported 
as it is by the evidence of the recently-discovered sketch, 
we must consider this probability or its alternatives, if 
we assume that the sketch was made from ‘life.’ The 
four-wheeled engine, according to Wood’s account, was 
tried out in July, 1814, but Wood’s account was not pub- 
lished till eleven years later. In spite of this delay, it 
seems to be too circumstantial to allow reasonable doubts 
as to its correctness, and to suppose that this first engine 
was on six wheels. If it had been so, the experimental 
coupling to the tender wheels would not have been neces- 
sary. We are left, then, with alternatives: either, that a 
second geared engine was built, but on six wheels; or 
that the first geared engine was re-built on six wheels. 

‘“ Against the first theory is the fact that before March, 
1815, Stephenson and Dodds had produced the improved 
design which they then patented, with a direct drive from 
the piston crossheads—or beams—on to the driving wheels 
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and coupling rods or chains. All gears had thus been 
eliminated, an important improvement to which ‘Vood 
calls special attention. Stephenson would hardly have 
built another geared engine after March, 1815, and it 
seems equally unlikely that a second engine was built 
between July, 1814, and March, 1815. We are left, there- 
fore, with the alternative, i.e., that the first engine was 
rebuilt as a geared engine on six wheels in order to reduce 
the axle loads, and that this was the experimental engine 
described by Farey and shown by the newly discovered 
sketch. 

‘‘ The bed-plate, or engine frame, rather suggests tim- 
bers originally cut for a four-wheeled engine instead of 
for a six-wheeler. The builder seems to have got his 
length, without any unduly increased weight beyonc the 
wheel-base, by placing the double timbers in echelo1 
mation, f.e., a short length of single timber projecting 
beyond the other both fore and aft, the upper in one 
instance projects forward and the lower in the other aft. 
This provided a platform for examining the pump and 
feedwater tank and a toothplate behind, thus increasing 
the length of the locomotive considerably beyond that 
then usual. Other considerable alterations would be re- 
quired in the relative position of the cylinders, and to the 
gears, of which the intermediate wheels are considerably 
larger than shown by Wood for the first engine. The 
pattern of the driving and coupled wheels, too, is different, 
having curved instead cf straight spokes, and these give 
some clue to the date and support the theory of a rebuild. 
The writer has examined a number of illustrations of coal 
waggons, all prior to 1816, and has not found any with 
wheels having curved spokes. During the year 1816, 
however, Messrs. Losh & Stephenson took out a patent 
for an improved travelling engine, rails, and wheels 
among which is a pattern with curved spokes regarding 
which the patent specification reads : — 

Fig. 12 is a view of the cast-iron wheel, with the malleable tire 
This wheel is made with curved (wrought iron) spokes, as shown at 
aaaa (&c.) in the drawing with a slit or aperture in the rim, shown 
at b into which a key is inserted. The reason of this is, that on the 
application of the hot tire, the cast metal expands unequally, and 
the rim is liable to be cracked, and the arms (“ spokes ’’) drawn 
off, unless the first is previously shut or opened, and the latter 
curved, which allows them to accommodate themselves to the 
increased diameter of the wheel, by the formation of the wheel the 
tire might be forced on when cold and keyed up afterwards. 

‘‘ From this we may conclude that the curved spoke was 
invented and experimented with between February, 1815, 
when the patent drawing shows straight spokes, and 1816. 
It does not follow that such wheels were not in use before 
being patented. 

‘“ Whether or not the locomotive now illustrated was 
Stephenson’s second new engine or the first one rebuilt. 
it is certainly a remarkable link in the development of 
the locomotive, on which little but fragmentary informa- 
tion has hitherto been given. The sketch, however, con 
firms such information on several important features of 
the design. It shows the exhaust steam taken direct into 
the chimney, an arrangement which Robert Stephenson, 
in his account of his father’s invention, published by 
Smiles, states was ‘ introduced not many weeks after the 
first travelling engine was placed on the Killingworth line.’ 
The sketch shows, too, a feed-water heater round the 
chimney, which Lecount, in his ‘ Practical Treatise on 
Railways,’ states was used on Stephenson’s first—o 
early—locomotive. Other features characteristic of George 
Stephenson’s practice are the piston crosshead guides. 
These are of the type shown on an original drawing now 
in the Science Museum, believed to have been by 
Stephenson himself. Guides of the type shown, which 


were entirely different from those on the Murray-Blenkin- 
sop engine, are still to be seen on the old Killingworth 
locomotive on the platform of Newcastle Central station. 
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LIMITED AND UNION EXPRESS TRAINS 
FOR SOUTH 


AFRICA 


Luxury air-conditioned steel coaches being constructed 
for the South African Railways & Harbours 


WO trains comprised of new air-conditioned steel 
coaches will shortly be placed in service on the 
South African Railways, and will provide luxury 
between Johannesburg and Cape Town and vice 
on an improved timing. The journey of 966 miles 
Cape Town to Johannesburg is at present com- 

d in 27 hr., and in the opposite direction in 26 hr., 

iding a number of stops, but under the improved 

ljule with the new trains these timings will be somewhat 
luced. The train diagram drawings reproduced on 

her page, and indicated as scheme A, and scheme B, 

ectively represent alternative train assemblies planned 

eet varying traffic requirements as determined by the 
number of passengers to be accommodated. The capacity 
of the train when made up in accordance with scheme A 
is 110, and scheme B 106 passengers. The adjustment 

jade by including more of the ‘‘ A’’ cars, each sleep- 
ing 15 passengers, when more accommodation is required 
or‘ B’”’ cars, each sleeping 11 persons, when the demand 
for berths is less. 

fhe trains which are nearing completion at the works of 

Metropolitan-Cammell Carriage and Wagon Co., Ltd., 
Saltley, Birmingham, are made up from the following cars: 
12 day and sleeping cars in six pairs; 2 lounge cars; 2 
dining cars; 2 kitchen and staff cars; and 1 segregation van. 
The main dimensions of the vehicles are : — 
Sleeping cars Other cars 
in ft. in. 
65 8 


ngth over buffers ae 8 
} Sis 


ength over body 5 is 
Vidth over waist panels oa 9 3% 
47 6 
sogie wheelbase ita a 5 6 
Che vehicles have been built to the specifications of the 
administration, and no effort has been spared in making 
them as comfortable and luxurious as possible. All of the 
cars are fully air-conditioned; the day and sleeping cars, 
kitchen cars and segregation van all have 3}-ton air condi- 
tioning equipment, while the lounge and dining cars are 
fitted with 5$-ton equipment. The contractor has kept in 
mind the necessity of providing the maximum of accessi- 
bility to the air-conditioning equipment to enable mainte- 
nance to be carried out without difficulty, and has 
hieved considerable success in this direction. 


47 6 


6 6 


entres of bogies 


Body Construction and Arrangement 


rhe bodies are constructed of steel sections and panels, 
riveted or welded together to give maximum strength, and 
the exterior of the body sides presents clean unbroken lines 
due to the absence of mouldings and visible panel joints. 
{he roof structure is not unlike the monitor type roof, the 
humped centre portion being designed to carry the main 
ir duct. The floors are of dovetailed galvanised steel 
heeting, to which is cemented a layer of slab cork, this 
in turn being covered by }-in. thick lino. The side en- 
rance doors open into an enclosed vestibule and gangways 
llow of passage from car to car. A straight-through 
orridor of ample width runs between the two entrance 
vestibules. The underframes are constructed of rolled 
steel sections riveted together, to which in turn the body 
sides are riveted, the combined structure being of suffi- 
cient strength to obviate the use of trussing and to provide 


maximum space between the bogies to carry air-condition- 
ing equipment and water tanks. 

The bogies are built to the design of the administration 
and are constructed of rolled steel sections, riveted to- 
gether. A feature of the design is the provision made to 
carry the generator gearbox. A cantilever is built out 
past the headstock and supports the gearbox, which is 
belt-driven from the axle pulley. The gearbox is coupled 
to the generator by means of a cardan propeller shaft. 


Interior Arrangements of Car Type ‘‘A’”’ 

The passenger accommodation provides sleeping berths 
for 15 persons, and there are single, double and three berth 
compartments. The interior finish of the compartments is 
carried out in veneered timbers which include Sapeli maho- 
gany, Honduras mahogany, and Zebrano, all French 
polished. The seats and seat backs are covered with blue 
hide. Below waist height the body side and cross parti- 
tions are covered with scratch-proof Rexine suitably moun- 
ted to give an upholstered effect. Above waist height there 
is veneered panelling, and on the cross partition, one large 
Alpax luggage rack is provided in all compartments. In 
the full compartments there is a fixed wash basin with hot 
and cold water, covered by an occasional table which is 
itself covered by a large folding table, which can be hinged 
up out of the way when not required. The wash basin in 
the coupés is of the folding type and housed in a corner 
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cabinet. A point of interest is that all mirrors and windows 
are of armour plate glass. The ceilings are of Limpet 
panels covered with ivory-coloured Rexine. The floor 
is partly covered by a carpet, and hassocks, trimmed in 
the same materials as the seats and carpet, are provided. 

The lighting comprises a side and centre roof fitting in- 
dependently controlled, and two berth lights for each 
berth. A bell installation to be described later enables the 
passenger to call the attendant. The lavatory is finished 
in Rexine and is provided with a wash bowl, mirror and 
glass shelf. The floor is covered with rubber, and the 
commode is of the foot flushing type. The ceiling 1s 
fitted with hinged traps to give access to the air unit 
which is mounted immediately above. The main panel 
which controls the air-conditioning and lighting is en- 
closed in a cupboard at the lavatory end of the corridor, 
and complete accessibility is obtained at the front or rear 
by means of hinged doors. 

The corridor is finished in veneered timbers and, below 
the waist on the body side, in Rexine. Guard rails are 
provided across each corridor window and a toilet indica- 
tor is visible from each compartment door. The vestibule 
furthest from the lavatory is provided with spacious cup- 
boards to carry linen and bedding, and a broom cupboard 
contains the pump necessary for raising water to the upper 
tanks. 


Interior Arrangement of Car Type “B”’ 

The passenger accommodation provides sleeping berths 
for 11 persons, and the attendants’ compartment has berths 
for two of the train staff. The individual compartments 
are similar in finish to the type ‘‘ A’’ compartments. A 
boiler room containing boiler, coal bunker, hot water cis- 
tern, pump and hopper for use of the attendants is 
arranged immediately next to the staff compartment. Bed- 
ding and linen cupboards open on to the corridor, and in 
the non-toilet vestibule entrance is made to the shower 
room. A coved rubber floor, shower tray, non-splash 
curtains and modern shower equipment should make this 
room attractive to the traveller. 


Details of Air-Conditioning 

The air-conditioning in these carriages is carried out on 
Stone’s system by equipment that enables the air to be 
cooled in summer and warmed in winter. The unit, which 
contains the necessary cooling coils and electrical heater 
elements, is situated in the clerestory roofing over the 
entrance vestibule. The only evidence of its presence is 
afforded by a grille in the vestibule ceiling. This is the 
entrance for all fresh air admitted to the carriage and the 
extent of the opening is controlled by a hinged flap or 
damper. A fixed stop prevents the opening from being 
completely closed, and ensures that the air introduced into 
the carriage shall be at least 25 per cent. new and clean 
Openings in excess of the minimum can be obtained py 
inserting a key to move the damper, and an indication of 
the damper setting is given by viewing a rotating dial 
through a small aperture. Access of fresh air to the vesti- 
bule is through louvres in the car exit door. 

3efore entering the conditioning elements the fresh ait 
must pass through a Visco filter and mix with other air 
that is drawn from the car for recirculation and recondi- 
tioning. This second supply of air is drawn from the 
corridor through a grille in the ceiling and, like the fresh 
air, it must pass through a filter. Leaving the conditioner 
the air passes along the clerestory and finds its way into 
the several compartments through openings provided above 
«ne doors which give access to the corridor. These open- 
ings must be adjusted in size until the compartments 
receive the air that is due to them. Single-berth compart- 
ments receive about 150 cu. ft. per min., and two-berth 
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compartments 200 cu. ft. per min. Once the correct dis. 
tribution has been secured the openings are left alone, no 
control being provided for manipulation either by passen- 
gers or attendants. Air leaves the compartments by louvres 
near the floor, communicating with the corridor. It passes 
to the vestibule end where a proportion is drawn through 
the ceiling for recirculation. The surplus air is drawn by 
a 9-in. exhauster fan through a grille at the side of the 
corridor alongside the equipment control panel. In the 
centre of this grille is the dial of a thermometer whi 
gisters the outside air temperature. Guided by the i 
tions of this the attendant selects the appropriate p 
settings on the control panel. 

Before describing the air-conditioning equipm« 
detail mention should be made of those special featu 
the construction of the car necessitated by the use of! 
conditioning. First, the compartment ceilings are di 
able from a line down the centre to within a few inches 
of the door giving access to the corridor. This enables the 
clerestory or air duct to be thoroughly cleaned out at 
intervals. Early experience has shown that deposits of 
dirt may occur in time and give rise to a stale or musty 
smell. The junction between the fixed and detachable 
parts of the ceiling immediately over the docr leaves what 
is in effect a concealed slit for the entry of the conditioned 
air. An upwardly projecting lip on the fixed part serves 
to hide this slit and also to deflect the air upwards and 
make it sweep round the arch of the ceiling. The slit is 
covered with a wire net of small mesh to prevent the in 
gress of insects. The body of the car is heat-insulated to 
minimise the refrigeration necessary in summer and _ the 
heating necessary in winter. Roof spaces are filled with 


Alfol aluminium foil and the exterior is finished in bright 
aluminium paint to reduce radiation and absorption. The 


outer metal panels of the car are covered with a layer of 
heat-insulating material (sprayed asbestos) and the floors 
are finished with cork. The windows are double, with a 
sealed air space between. 

The air-conditioner in the clerestory space above the 
vestibule comprises a finned tube cooling element, an 
electric resistance heater, and a fan for impelling the ai 
through these. Freon from the compressor is admitted to 
the finned tube element through three expansion valves 
which operate in parallel to regulate the flow through the 
three sections into which the element is divided. Near to 
the air-conditioning unit, in the stream of air coming in 
for recirculation from the corridor, are the nine thermo 
statically-operated switches which give automatic control 
under all conditions. Three of these are for use when the 
compressor is in operation, three are for controlling the 
electric heater elements, and the remaining three are for 
controlling the steam heaters. The latter supplement the 
heating effect of the electric elements in the air-conditioning 
unit during very cold weather. Each compartment is 
provided with one of these steam heaters, and it is located 
between the window and the floor on the side remote from 
the corridor. The steam heating equipment was supplied 
by Gresham & Craven Limited. When the car attendant, 
guided by the thermometer showing outside conditions. 
selects the appropriate position for the control switches. 
one of the thermostats in the air-conditioner is immediatel 
brought into use. If in summer the air coming in for re 
circulation is too cool, the thermostat causes the compresso! 
to be stopped and it permits the compressor to be restarted 
only when the temperature of the incoming air indicates 
that this is desirable. The temperature differential is a 
small one (3° F.) and the three thermostats enable the 
car temperature to be kept within close limits at any one 
of three temperatures according to requirements. Control 
over the electric and steam heaters is similarly effected 
by switching them on for longer or shorter intervals, and 
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Plan views showing arrangement of berths in *“* A’ and ** B”’ type coaches 
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Interior of three-berth compartment showing arrangement of sleeping berths 
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here again the choice is given in each case of three tem- 
peraturrs. ee : ve ; 

A-‘cr evaporation in the air-conditioner cooling coils, the 
Freon passes, at about 40-lb. per sq. in., into the com- 


pre , where its pressure is raised to several times this 
amount and its temperature is somewhat in excess of the 
outside air temperature. It is delivered in this condition 
to tie condenser which, like the air-conditioner cooling 


element, is a finned tube arrangement with motor-driven 
fans for drawing air through it. The condenser is placed 
under the car so that the fans produce an air current at 
ight angles to the motion of the train and quite indepen- 
dent of it. A receiver is provided for storing the condensed 
or liquid Freon and, capable of being introduced into the 
circuit between the compressor and condenser when neces- 
sa is a moisture extracting device containing alumina. 
Accessibly situated near the condenser is a box containing 
gauges to show the high and low pressures in the Freon 
circuit. In the same box is a pressurestat for tripping a 
relay and shutting down the compressor whenever an 
excessive pressure results from its operation—as might 
happen for example if anything went wrong with the 
condenser cooling fans. Any delay in starting the fans in 
ihe air-conditioning unit may cause the evaporation coils 
to freeze up and for this reason the starting-up sequence 
begins with these fans. Afterwards the compressor and 
the condenser fans are simultaneously brought into action. 

rhe electric storage battery on the new carriages is of 
the alkaline type standard on the S.A.R., but much larger 
than usual in order to maintain the air-conditioning ser- 
vices during stops at stations. The charging dynamo is 
a large capacity machine, driven through a gearbox and 
flexible propeller shaft by vee-belts from one of the bogie 
axles. The gearbox is attached to the bogie with springs 
below to maintain the belts in tension. The dynamo is 
attached to the underframe of the carriage, and the pro- 
peller shaft, which is telescopic and provided with two 
Hooke type universal joints, accommodates the swivel- 
ling of bogie on curves. The compressor is driven by vee- 
belts from a shaft normally rotated by a d.c. motor. On 
this shaft, however, is an a.c. motor for use during long 
halts at stations where a.c. is available. When the a.c 
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motor is used the d.c. motor functions as a dynamo and 
makes good the energy taken from the battery by the 
various fan motors. A swivelling plug socket is conveni- 
ently located outside the carriage to take the a.c. supply 
connection. The swivelling feature ensures that the plug 
will pull out without injury if the train should be started 
before anyone remembers to remove it by hand. The a.c. 
motor is wound for 380-v. three phase supply and is pro- 
vided with a Star-delta starter. 

The electrical control apparatus is mounted on two 
panels which are accessible from both sides. The smaller 
panel, which carries the control knobs, pilot lights, &c., 
is mounted on hinges like a door so that it can be swung 
aside to reveal the front of the larger panel and also its 
own back. Because the voltage of the alkaline type of 
battery is variable, the lights are supplied through a carbon 
pile resistance and in this way are kept at constant bright- 
ness. The resistance varies automatically in accordance 
with the battery voltage and the lighting load. Outside 
each compartment is a green signal lamp which the passen- 
ger can light to attract the attention of the attendant by 
operating a push-button. The same button rings a bell so 
long as it is pushed. Release of the button stops the bell 
but leaves the lamp illuminated. A button on the corridor 
side of the compartment wall is pushed by the attendant to 
extinguish the light. The electrical busbars of the several 
carriages comprising a train can be interconnected so that 
in the event of failure of one battery or dynamo the air- 
conditioning and lighting services can be maintained by 
the equipment from an adjoining carriage. 

The exterior finish of the cars is of a most attractive kind, 
the lower panelling, i.e., below the waist panel, being 
painted deep blue, and grey between the waist panel and 
the cornice mould. The roof is finished in aluminium, and 
the lining of the sides and the lettering is carried out in 
gold leaf. Dockers Syntholux synthetic paint was used for 
these coaches. We were afforded an opportunity of in- 
specting the vehicles during their construction in the 
builder’s works at Saltley, Birmingham. They impressed 
us as being of admirable design throughout, whilst the 
workmanship and finish in every detail was, as might be 
expected, of the highest class. 








Perspective drawing of the 
modern hotel to be built by 
the Great Western Railway 
at Snow Hill station, 
Birmingham. The build- 
ing is to be a six-floored, 
steel-framed structure 


land stone, and will stand 
on the site at present 
occupied by the divisional 
offices and station res- 
taurant. A front elevation 
and description of the 
hotel copeared in our 
March 3 issue 
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Fig. 1—Churchill crank-pin quartering machine at work in St. Rollox works, L.M.S.R., on the driving wheels 
of a 2-6-4 taper boiler tank locomotive 


Fig. 2—Grinding the journals of a standard L.M.S.R. carriage axle on a Churchill D.A.J. grinding machine 
installed at St. Rollox works 


MACHINE TOOLS AT ST. ROLLOX WORKS, L.M.S.R. 


(See article opposite) 
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MACHINE TOOLS AT ST. ROLLOX WORKS, L.M.S.R.—III 


Crank-pin and journal grinding machines 


Q* a recent visit to the St. Rollox works of the 
y¥ L.M.S.R. at Glasgow, we noted grinding operations 

in progress on locomotive crank-pins and railway 
carriage axles. These are performed on Churchill 
grinding machines of two different types, both of which 
are illustrated opposite. The driving wheels seen in 
Fig. 1, mounted on a Churchill locomotive crank-pin 
quartering machine, are those of a 2-6-4 taper-boiler 
tank engine. A gauge is used to centralise the axle, 
and the two heads of the machine are set by means of 
the insertion of parallel slips to suit the required stroke. 
The grinding wheel is 14-in. dia. by 1}-in. wide, and 
runs at a speed of 1,470 r.p.m. 

The machine is used for work on the crank-pins of 
outside cylinder engines only, and it has attachments 
for boring and grinding crank-pin holes. Adapters are 
provided for dealing with crank-pins set at 120° if re- 
quired. The machine, we are informed, has been par- 
ticularly valuable in correcting the quartering of the 
crank- and coupling-rod pins on the older types of 
engines, and whilst giving a very greatly improved finish 
over the earlier and less adaptable type which it replaces, 
also shows a saving in time of approximately 25 per cent., 
this being mainly due to the speed at which it can be 
set up. 


The operation of grinding the axle journals of railway 
carriages is performed at St. Rollox works on a Churchill 
D.A.J. pattern axle journal grinding machine (Fig. 2). 
The wheels seen in the illustration are of the standard 
L.M.S.R. carriage type, 3-ft. 74-in. dia., with journals 
9 in. long by 4-in. dia. The grinding wheel is 20-in. 
dia. by 5-in. wide, and runs at a speed of 1,125 r.p.m. 
The wheels themselves are driven by a belt running on 
the tread of one of the tyres, as shown in the illustration, 
and are raised into position by means of a hydraulic ram. 

Until a few years ago the journals of carriage axles 
were finished on roller burnishing machines; but, by the 
use of the type of machine illustrated, apart from giving 
a greatly improved finish over that obtained by burnish- 
ing, the time taken for the operation has been reduced 
by 25 per cent. In addition to grinding the journal the 
machine is fitted with tool rests so that in the event of the 
journal being badly out of truth it can be skimmed up, 
thus reducing the amount of work required to be done 
by the grinding wheel. The wheels to be dealt with are 
fed into the machine at ground level and lifted into 
position on the centres by means of a hydraulic jack in- 
corporated in the bed of the machine. The machine is 
installed in the carriage lifting shop and, as in the case of 
the crank-pin grinding machine, is separately motor-driven. 








A NEW COUNTERSINKING TOOL 


Time-saving device with an adjustable depth stop 


_ is the main factor in present day mass production 
methods. The following description of a counter- 
sinking tool fitted with an adjustable depth stop, 
for use in metal, wood and fibre working, may therefore 
be of interest as representing time-saving principles com- 
bined with accuracy and dependability. 

The tool consists of a shank or main shaft a with a taper 
at one end to carry the different size of cutters; the other 
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Countersinking tool with cutter fitted, showing 
on right details of adjustable depth stop 


end is threaded half the length of the shank, which at this 
end is reduced in size and left plain for the purpose of 
fitting into the chuck of a machine or brace. A stop c 
which screws up and down the shank is also threaded half 
its length, and the remainder drilled out to a larger 
diameter to allow for any swarf fouling between the stop 
and the material being worked on. A lock nut b prevents 
the stop moving from its set position on the shank. A 
tapered guide d or drill fitted into the’ end of the shank 
at the tapered end ensures the tool running true. The 
stop may be adjusted to the smallest fraction of an inch. 
The tool, with the stop and lock nut removed from the 
shank, can be made into a tool for drilling and spot 
facing in one operation, thus again saving time and trouble 
in changing the drill in the chuck of the machine for a 
spot facing machine. 

The tool has many applications for metal work, wood- 
work, fibre (such as brake linings), and in the locomotive, 
shipbuilding, structural steel and motor industries. It 
can, of course, be used in connection with drilling opera- 
tions and should have considerable scope in the general 
field of engineering. 


Joint CoMMITTEE ON MATERIALS AND THEIR TESTING.— 
The joint committee announces the publication of reprints 
of the seven papers presented at the second General Dis- 
cussion on Non-destructive Testing held under its auspices 
in London on November 25, 1938. Copies (about 81 pp.) 
are available in paper covers at the price of 3s. 6d. post 
free from the Secretary, the Institution of Electrical Engi- 


neers, Savoy Place, Victoria Embankment, London, 


W.C.2. 
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RAILWAY NEWS SECTION 


PERSONAL 


Henry Chapman, C.B.E., has 
be lected to a seat on the boards 
of Leopoldina Railway Co. Ltd. 


and the Leopoldina Terminal Co. Ltd. 


Sir Thomas A. L. Brocklebank, Bart., 


has been appointed a representative of 
the London Midland & Scottish Rail- 
w Company on the Cheshire Lines 


Committee, in place of the late Mr. 
Charles Booth. 

Mr. G. J. A. Lindenberg, Chief 
Superintendent (Motive Power), Johan- 
nesburg, South African Railways & 
Harbours, has been appointed Assis- 
tant Chief Mechanical Engineer, 
Pretoria. 

Mr. G. A. Dalton has been appointed 
Chief Electrical Engineer, South African 
Railways & Harbours, headquarters, 
Johannesburg. 

rom The London Gazette of May 9, 
Regular Army Reserve of Officers 
Movement Control Staff (Railways & 
I.W.T.): Captain R. A. Smith resigns 
his commission (May 10). 


INSTITUTE OF TRANSPORT 

Che following elections were made at 
a recent meeting of the Council of the 
institute :— 

Members 

The Rt. Hon. the Viscount Horne, 
Chairman, Great Western Railway 
Company. 

Mr. G. F. Bilbrough, Traffic Expert, 
Birmingham Chamber of Commerce. 

Mr. Alan Cobb, Locomotive Running 
Superintendent, Southern Railway. 

Mr. W. F. French, Managing Direc 
tor, United Service Transport Co. Ltd. 

Mr. C. H. Hamilton, O.B.E., System 


Manager (Kimberley), South African 
Railways & Harbours. 
Mr. Edward MHuskisson, Managing 


Director, Thos. Cook & Son Ltd. 

Mr. A. E. Moore, Audit Accountant, 
Southern Railway. 

Mr. C. H. Newton, 
Manager, L.N.E.R. 

Mr. H. G. N. Read, Assistant (Road, 
Air Transport & General) to Chief Com- 
mercial Manager, L.M.S.R. 

Mr. H. E. O. Wheeler, Superinten- 
dent of Operation, Southern Railway. 
Associate Members 
Messrs. K. C. Bakhle (G.I.P.R.); R. 
Britzius (Birmingham & Midland Motor 
Omnibus Co. Ltd.); F. Bryan (Eastern 
National Omnibus Co. Ltd.); K. Ellson, 
Frank Gilbert (Southern Railway); K. 
A. Fraser, F. B. Humphris (N.S.W. 
Government Railways); J. Ramsay 
(S.A.R. & H.); C. Rayner-Smith 

(G.W.R.). 


Chief General 


Mr. F. H., Colebrook, M.C., 
A.M.Inst.C.E., has been appointed Dis- 
trict Engineer, York, L.N.E.R., in suc- 
cession to Mr. A. Cameron, 
A.M.Inst.C.E., who has retired. Mr. 
Colebrook was educated at Christ’s 
Hospital, West Horsham. In 1906 he 
was articled to the late Mr. Edmund 
J. Cullis, A.M.Inst.C.E., of Gloucester, 
and was engaged on dock works, rein- 
forced-concrete bridges and structures, 
and general engineering works. He was 
employed with Taylor, Wallin & 





Mr. F. H. Colebrook, M.C. 


Appointed District Engineer, York, 
L.N.E.R. 


Taylor, Civil Engineers, Newcastle-on- 
Tyne, for a short period in 1910, and 
in December of that year joined the 
former North Eastern Railway as an 
Assistant in the District Engineer’s 
Office, Northumberland District, where 
his duties were mainly in connection 
with bridges, coal shipping staiths and 
their equipment, and other structural 
works. He served overseas in commis- 
sioned rank in France with the 10th 
Bridging Train, 560th Company, R.E., 
10th and 296th Railway Construction 
companies, R.E., and was awarded the 
Military Cross. After demobilisation in 
1919, he resumed his duties with the 
company and was promoted in 1921 to 
the position of Chief Draughtsman in 
the District Engineer’s Office, Bishop 
Auckland, where his principal interest 
was in the preparation of detailed draw- 
ings for permanent way work, and in 
the supervision of permanent way re- 
newals. In 1924 he was transferred to 
Darlington, and in 1926 was appointed 
Assistant District Engineer under Mr 
J. C. Valentine. Mr. Colebrook re- 
turned to Newcastle in 1927, on his 
appointment as_ Assistant District 


Engineer to Mr. F. E. Harrison in the 
Newcastle District. He was appointed 
District Engineer, Hull, in March, 
1937, which position he now vacates 
to take charge of the York District. 





Mr. E. S. Bradley, A.M.Inst.C.E., 
has been appointed District Engineer, 
Hull, L.N.E.R., in succession to Mr. 
F. H. Colebrook. Mr. Bradley entered 
the company’s service in 1902 in the 
District Engineer’s office at Bishop 
Auckland, where he was chiefly engaged 





Mr. E. S. Bradley 


Appointed District Engineer, Hull, 
L.N.E.R. 


in the preparation of schemes for per- 
manent way alterations and renewals, 
buildings, structures, and so on. From 
1922 to 1924 he was responsible for the 


execution of new _ works, including 
bridges, structures, and permanent 
way alterations carried out on the 
district. He was appointed Chief 


Draughtsman at Bishop Auckland in 
1924, where his duties included the 
organisation of permanent, way main- 
tenance and renewals on the district. 
In July, 1928, he was appointed Assis- 
tant District Engineer at Darlington, 
which position he now vacates on his 
appointment to Hull. 


Mr. A. Cameron, A.M.Inst.C.E., who 
has retired from the position of District 
Engineer, York, L.N.E.R., began his 
career on the North British Railway. 
He joined the service of the North 
Eastern Railway Company at the New- 
castle Engineer’s office in 1899, where 
he acted as Resident Engineer for two 
years on the construction of the Ponte- 
land Railway and for five years on the 
construction of the King Edward Bridge 
over the Tyne at Newcastle, which was 








opened by King Edward VII. Mr. 
Cameron was appointed Assistant Dis- 
trict Engineer at Bishop Auckland in 
1906, and District Engineer there in 
1915. He took up the position of Dis- 
trict Engineer at York in 1919, which 
position he occupied until his retire- 
ment. 

A luncheon was given and a presenta- 
tion made to Mr Cameron on May 8 
by the officers of the company. In 
handing over the gift, Mr. Jenkin Jones, 
Divisional General Manager, wished Mr. 
Cameron many years of happy retire- 
ment. Mr. F. E. Harrison, Engineer, 
North Eastern Area, expressed particu- 
larly the good wishes of all grades of 
the Engineer’s Department. 


Mr. A. E. Tylden-Pattenson, Mem- 
ber of the Railway Board of India, has 
proceeded to Europe on six months’ 
sick leave from May 13, and Mr. 
J. H. F. Raper, officiating General 
Manager of the Great Indian Peninsula 
Railway, has been appointed to officiate 
as Member, Railway Board. Mr. Raper 
went out to India in the service of the 
old G.I.P. Railway Company as a 
Traffic Probationer in June, 1912, and 
passed through practically all grades of 
the Traffic Department of that railway. 
His services were taken over by the 
State when the G.I.P. Railway became 
a State Railway in 1925, and he was 
confirmed as Chief Traffic Manager in 
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Members of the Institution of Railway Signal Engineers visiting the Ediswan Lamp Works at Ponders End on May 
(Mr. J. Boot, President, seventh from right, front row) 


March, 1933. He officiated as Agent 
(now designated General Manager) from 
May to October, 1936, and again from 
early last year up to the date of his 
appointment to the Railway Board. 
Sir Herbert Waiker, K.C.B.., 
formerly General Manager of the 
Southern Railway, and now a Director 
of that company, arrived in Buenos 
Aires on a private visit on April 21. 


INDIAN RAILWAY STAFF CHANGES 

Mr. A. F. Harvey, General Manager, 
E.B.R., has been permitted to retire 
from Government service as from 
March 24. 

Mr. D. Macauley has been appointed 
to officiate as Deputy C.M.E. (Shops), 
E.B.R., as from March 24. 

Mr. E. L. Manico has been promoted 
permanently as Deputy Chief Opera- 
ting Superintendent, N.W.R., as from 
January 10. 

Mr. H. H. Cooper has been con- 
firmed as Deputy Chief Mechanical 
Engineer, N.W.R.,as from January 10. 

Mr. F. R. Hawkes, who has been 
officiating as a member of the Railway 
Board, returned to the N.W.R. and re- 
sumed his duties there as Chief Com- 
mercial Manager on March 29. 

Mr. J. Scruby, Deputy Chief Engi- 
neer, N.W.R., has been granted 15} 
months’ leave preparatory to retire- 
ment as from April 4. 


The L.N.E.R. anounces that M1 
Hainsworth, Chief Clerk at Marylel 
goods depot, has been appointed Ag 
at George Inn depot. 


The late Mr. Charles S. Page, Chik 
Docks Manager of the Great West 
Railway from 1926 to 1935, left est: 
of £6,856 (£3,653 net). An obitua: 
notice of Mr. Page appeared in « 
February 17 issue. 


Lord Rankeillour has joined tl! 
board of the Metropolitan-Camm 
Carriage & Wagon Co. Ltd. 


Mr. W. F. Wegener, Chief 
Mechanical Engineer of the Federated 
Malay States Railways, has _ beet 
transferred from the class of Associate 
Member to that of full Member of the 
Institution of Civil Engineers. 


We regret to record the death at 
Bath on May 12 of Sir David Harrel 
He was 98. One of the most capabl 
and esteemed servants of the crown :n 
Ireland, Sir David was from 1893 to 
1902 Under-Secretary for Ireland, and 
during and after the war he sat on 
many arbitration boards. He was inde 
pendent Chairman of the Durham Coal 
Trade Conciliation Board, and of 
various railway conciliation boards, and 
Chairman of the Roya! Commission on 
Railway Conciliation. Sir David Harrel 





Officers, retired officers, and their guests at the Indian State Railways annual dinner (see opposite) Swaine 
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was sworn of the Irish Privy Council, 
an is created G.C.B., G.B.E., and 
K.C.V.O. 


St ady improvement is reported to 
be ntained in the condition of Mr. 
S Burgoyne, Superintendent, N.E. 
Ar L.N.E.R., who has’ been 
seri ly ill in a York nursing home. 

\ H. H. Mauldin, Divisional 
Ge il Manager, Southern’ Area, 
L.N.E.R., has been appointed a Direc- 
tor of the Eastern Counties Omnibus 
Cc Ltd. Mr. Mauldin succeeds Mr. 
( {. Newton, who has resigned his 
st m the board subsequent to his ap- 
poiutment as Chief General Manager of 
the L.N.E.R. 


We regret to record the death on 
M 21 of Mr. Robert Angus Mac- 
millan, who, with his _ brothers, 
founded Gleniffer Engines Limited. 


Mr. Macmillan was Joint Managing 
Director of the firm, which manu- 


factures the Gleniffer diesel engines for 
small-power marine propulsion. 


We regret to announce the death, 
on April 5, of Mr. Walter L. Ross, a 
former President of the New York, 
Chicago & St. Louis (Nickel Plate) 
Railroad. 

Mr. Kairo Kataoka, Director of the 
Railway Investigation Bureau of the 
japanese Ministry of Railways, has 
been appointed Director of the Board 
of Tourist Industry of the Ministry, in 
place of Mr. Makoto Den, appointed 
Vice-President of the North China 
rransportation Company, a subsidiary 
of the North China Development Com- 
pany. 


PENNSYLVANIA RR. APPOINTMENTS 

fhe following appointments are 
innounced by the Pennsylvania Rail- 
road :— 

Mr. W. T. Covert, Chief Engineer 
of Maintenance of Way, Eastern 
Region, to be Assistant Chief Engi- 
neer of the system 

Mr. H. H. Garrigues, General Super- 
intendent of the Central Fennsylvania 
Division, to be Chief Engineer of Main- 
tenance of Way, Eastern Region. 

Mr. G. S. West, General Superin- 
tendent of the Southwestern Division, 
to be General Superintendent of the 
Central Pennsylvania Division. 

Mr. P. E. Feucht, Superintendent of 
Passenger Transportation, Eastern 
Region, to be General Superintendent 
of the Southwestern division. 

Mr. H. L. Nancarrow, Superinten- 
dent of the Buffalo Division, to be 
Superintendent of Passenger Trans- 
portation, Eastern Region. 

Mr. J. S. Gillum, Superintendent of 
the Monongahela Division, to be 
Superintendent of the Buffalo Division. 

Mr. P. W. Neff, Train Master of the 
Columbus Division, to be Superin- 
tendent of the Monongahela Division. 
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Sir Thomas Brocklebank, who, as 
announced in our issue of April 7, has 
been appointed a Director of the 
L.M.S.R., has now been elected to a 
seat on the board of the Midland 
Bank Limited. 


PRESENTATION TO Mr. W. E. PRESTON 

Mr. W. E. Preston, of the Vice-Presi- 
dent’s Office, Traffic & Commercial, 
L.M.S.R., has retired after nearly 51 
years with the railway. On May 22, 
in the Shareholders’ Meeting Room at 
Euston, a presentation to Mr. Preston 
from his colleagues of a grandfather 
clock and a bureau was made by Mr. 
Ashton Davies, Acting Vice-President. 
Mr. G. L. Darbyshire presided at the 
ceremony. 

Mr. Ashton Davies said that Mr. 
Preston had made a great contribution 
to the former L.N.W.R. and_ the 
L.M.S.R. He was to be admired for 
his efficiency and his knowledge of his 
work. Now, after 51 years, they wished 
him God Speed in his retirement, with 
the knowledge that he left behind him 
a large number of friends with a warm 
place for him in their hearts. Mr. 
Ashton Davies concluded by expressing 
his appreciation of the advice and 
assistance he himself had received from 
Mr. Preston. 

Other speakers similarly paid tribute 
to the unfailing goodwill shown by Mr. 
Preston towards those with whom he 
worked and who sought his help. 


Mr. Preston expressed his gratitude 


for the presentation in a short speech. 


Under the scheme for the organisa 
tion of road transport in a defence 
emergency (outlined in our January 20 
issue), a Regional Transport Advisory 
Committee and seven district com- 
mittees have now been formed for the 
Eastern (No. 4) Emergency Region. 
The members of the regional com- 
mittee are :— 

Messrs. J. P. Allix, District Goods 
and Passenger Manager, L.N.E.R., 
Cambridge; J. M. Birch, Assistant 
Managing Director, Birch Bros. Ltd.; 
O. Borer, B.E.., M.Inst.C.E., 
A.M.1I.Mech.E., Engineer to the River 
Great Ouse Catchment Board; L. A. 
Carey, M.I.T.A., Transport Manager, 
Reckitt & Colman Limited; D. J. Cole- 
man, Chairman and Managing 
Director, Eastern General Transport 
Co. Ltd.; Major E. L. D. Lake, J.P., 
Director, Greene, King & Sons 
Limited; Messrs. H. A. Newport, 


Director, H. A. Newport Limited; 
C. H. Pickett, General Manager, 


Eastern National Omnibus Co. Ltd.; 
Major A. L. Routh, Ickleton; Alder- 
man A. E. Stubbs, District Secretary, 
Transport & General Workers’ Union, 


Cambridge; Mr. H. Sutton, Junr., 
Toby Motor Transport, Great Yar- 
mouth; Major A. D. Whatman, 


Deputy Traffic Commissioner, Eastern 
Traffic Area and Director, Mann, 
Egerton & Co. Ltd.; Mr. J. Worssam, 
General Manager, Eastern Counties 
Omnibus Co. Ltd. 
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Indian State Railways 
Annual Dinner 


As the East India Sports Club is at 
present undergoing rebuilding, the In- 
dian State Railways dinner reverted to 
the Café Monico, Piccadilly Circus, on 
Monday last, May 22. The chair was 
taken by Mr. J. C. Highet, F.C.H., 
retiring member of the Railway Board. 
Apart from ‘“‘ The King-Emperor,”’ there 
was but one toast, namely “‘ The Indian 
State Railways,’’ proposed by the 
Chairman. 

The Chairman opened his remarks by 
saying that he had searched the records 
of past dinners with a view to saying 
something appropriate on the subject, 
and what struck him most were the 
recurring difficulties of the Honorary 
Secretary, not only in whipping up 
retired State Railwaymen to get them 
to attend, but also in finding a Chairman. 
Continuing, Mr. Highet said he could 
not give the latest news from India as 
he had left that country in December, 
and had been visiting many others on 
his way home. He had taken special 
note of their railways, including those 
of the United States, and had come to 
the conclusion that Indian railways 
compared very favourably with them. 
His most noteworthy impressions of the 
\merican lines were the complete 
absence of red tape and the self-reliance 
of the staff of all grades, coupled with a 
keen interest in the well-being of the 
railways. He instanced the second of 
these attributes by relating how, in the 
absence of any higher official at a way- 
side halt, a bus driver of an associated 
feeder service in California had taken the 
law into his own hands and telephoned 
to headquarters for authority to issue 
a pass in favour of Mr. Highet and his 
party. 

Turning to Mr. Jameson, President 
of the dinner, who was seated on his 
left, the Chairman welcomed him back 
to his accustomed place ; he had been 
unable to attend the dinner last year 
owing to ill-health. Mr. Highet also ex- 
pressed the indebtedness and thanks of 
all present to Mr. N. D. Calder, the 
energetic and capable Honorary Secre- 
tary of the dinner. Finally he proposed 
the toast of the evening. 

Among those present were : 

Mr. D. G. Allen, Engineer-Captain G. L- 
Dunnett, Messrs. S. M. Avril, H. H. C. Barton, 
Sir Ernest Bell, Mr. F. H. Bibra, Capt. F. A- 
Bibra, Messrs. A. S. A. Binns, C. V. Bliss, 
R. L. Bliss, G. J. H. Bolton, F. S. Bond, V. H.- 
Boalth, Lt.-Colonel F. H. Budden, Messrs. D. S. 
Burn, N. D. Calder, R. Carpmael, C. M. Cock, 
H. D. Creedy, H. M. Davies, R. Dormer, S. T. 
Dutton, W. De Groot, W. T. Everall, A. J. 
Fraser, H. D. Furley, Commander H. V. Gaud, 
R.N., Messrs. G. E. Gillies, J. A. W. Gillies, 
A. P. Goldney, W. T. Griffiths, A. R. Gundry, 
J. M. Hartley, A. F. Harvey, J. C. Highet, W. G. 
Hornett, A. S. Jameson, J. A. Kay, K: N. 
L’Evine, P. H. Maflin, F. B. Martin, Sir R. 
McLean, Messrs. N. C. McLeod, K. J. McNeil, 
J. A. Morris, Lt.-Colonel A. H. L. Mount, 
Messrs. H. C. Norbury, J. J. C. Patterson, J. I. 
Pearse, L. V. Pont, J. B. Remington, J. Riordon, 
H. H. Saunders, E. A. Scott, W. A. Stanier, 
G. Thomson, W. Toyne, J. Tritton, Lt.-Colonel 
A. Watson, Messrs. A. E. Williams, and H. N. 
Young. 

There was thus a very welcome in- 
crease in the attendance this year. 
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Ancillary Businesses of the British Railways, 1938 


1V—Steamboats 


ciated Humber Lines resulted in a 
considerable saving in working coasts. 

L.M.S.R. gross receipts declined by 
£109,100, of which £44,000 was 


[he experience of the British rail 
ways last year in so far as their steam 
boat business was concerned, varied 
considerably The G.W.R. and the 
Southern Railway each secured an im accounted for by passengers, £52,000 
provement over 1937; L.M.S.R. net by merchandise, and £13,000 by live- 
receipts fell by almost one-third, while stock. Expenditure was £11,500 less 
the L.N.E.R. incurred a_ loss. of than in 1937, notwithstanding an in 
approximately £18,000 compared with crease of £28,000 in the amount trans 
a profit of £49,000 in the previous ferred to renewal account, and the net 
vear. Total figures for the four com profit of £206,679 was £97,600 ess 
panies reveal a decrease of £87,252 in 
gross receipts, an increase of £13,593 
in expenditure; and a resultant decline 
of £100,845 in net receipts. Separate Railway, and the receipts from this 
figures for each company are shown source have an important bearing on 
in the following table the final results achieved by the com 


than in the previous year. 
Steamboats constitute the principal 
ancillary business of the Southern 


Per cent. of 


Gross receipts I xpenditure Surplus surplus to 
Company gross receipts 
1938 1937 1938 1937 1938 1937 1938 1937 
| | { 
| 4 | 4 | ft / f i 
G.W.R. [348,292 339,282 324,753 | 319,331 23,539 19,951 6-8 5-9 
L.N.E.R 812,774 874,507 $30,702 825,480 |Dr. 17,928 49.027 5:7 
L..M.S.R 1,399,493 | 1,508,577 1,192,814 1,204,290 206,679 304,287 14-8 2) -2 
S.R 1,539,787 1,465,282 1,142,115 1,127,690 397,672 337,542 25-8 23-0 
G.W.R. gross receipts increased by pany each year. The net profit of 


£9,000, which was due, in equal pro 
portions, to greater carryings of pas 


£337,542 secured in 1937 was the 
highest since 1930, and the surplus of 
£397,672 obtained last year was only 
£20,000 less than the 1930 profit, a 
result which was all the more satis 


There was 
also a satisfactory increase in parcels 


sengers and merchandise. 


business, but a decrease was recorded 
in respect of livestock Working ex factory in view of the international 
penses were £22,500 less than in 1937, situation. Gross receipts increased by 
due to a substantial reduction in the 74,000, of which £52,000 was 
expenditure on repairs, but this was accounted for by passengers and the 
offset by an increase of £27,900 in the remainder by parcels, mails, and 
amount transferred to renewal fund. miscellaneous — receipts. There were 
otal expenditure was thus £5,400 slight decreases in the receipts from 
greater than in the previous year, but merchandise and _ livestock. Expen 
the receipts nevertheless showed an in diture increased by £14,000 and net 
crease of £3,600 receipts by £60,000 or 18 per cent. 
In the case of the L.N.E.R. there Commenting on the increase of £74,000 
was a_ reduction of approximately in gross receipts, Mr. Robert Holland 
£62,000 in the gross receipts, of which Martin, Chairman of the company, 
£32,000 was accounted for by pas stated at the annual general meeting 
sengers and £25,000 by merchandise that the Southampton boats’ con 
Expenditure rose by £5,000, with the tributed £31,000; those from Dover 
result that there was a _ deficit of ind Folkestone £38,000; and the New 
£18,000 compared with a_ profit of haven boats £5,000. In the case of 
£49,000 in 1937. This disappointing the Dover and Folkestone receipts, 
result was doubtless due to the general £19,000, or half of the increase, was 
unsettlement arising from the inter due to the train ferry, a service which 
national situation. It is interesting to is becoming more and more popular 
note, however, that the company’s by reason of the added comfort and 
Harwich services continued to show a convenience which it affords to pas 
substantial credit balance, while the sengers making an overnight journey 
week-end cruises from Harwich by the between London and Paris. 
ss. Vienna were again very popular. The number of passengers conveyed 
There was a decline of 14 per cent. by the ferry last year was 76,000, 
in goods traffic compared with 1937, compared with 73,000 in 1937, and the 
but the Harwich—Zeebrugge — train Wagon-Lits Company has found _ it 
ferry maintained its carryings and necessary to order six new coaches to 
dealt with some _ interesting new meet the requirements of the increas 
traffics. The tonnage of traffic dealt ing business. The tonnage of cargo 
with by the Humber Continental ser conveyed was 76,000 compared with 
vices also showed a decline, but the 60,000 in the previous year, and the 
operating of these services by Asso number of cars carried increased from 
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1,637 in 1937 to 4,600 last vear 
total number of cars conveved 
Southern ports last year showed 
crease of 18 per cent. over 1937 
constituted a record, In ord 
cater for the additional business ’ 
services were introduced in Jul 
August by the Dover—Dun 

ferry steamers and the ss 
carrier operating between Dov: 
Calais. There was a slight re« 

in. the number of passengers coi 
between Portsmouth and Ryde 
pared with 1937, when the Coron 
Naval Review resulted in except 
business, but there was an incre 

the carryings between Lymingto 
Yarmouth. 


Improved Services 

There were several intere 
developments in the railway 
panies’ steamboat services last 
At the beginning of May the G.W 
introduced a_ twice-weekly servic 
each direction between Fishguard 
bour and Eire via Waterford in 
stitution for the weekly — set 
previously in operation. In Febru 
the L.N.E.R. accelerated the nig! 
steamship service from Antwerp 
Harwich (Parkeston Quay) by appt 
mately one hour, with correspond 
iwecelerations from Brussels, Colo 
and other Continental stations. 
connection with the Empire Exhibit 
at Glasgow, the L.M.S.R. inaugurat 
a daily service of short cruises on 
Clyde at the popular fare of Is. ret 
For this purpose the company utilis: 
two new boats accommodating 100 pa 
sengers, which had been built for tl 
service by William Denny & Br 
Ltd., Dumbarton. This firm was a 
entrusted with the construction of 
vessel for the conveyance of mot 
vehicles on the  Stranraer—Larmn 
service. 

In June the L.M.S.R. luxury moto 
vessel Swan was launched at Lakesid 
for services on Windermere, and 
new dredger, Foulney, built for th 
company by Ferguson Bros. Ltd. and 
intended mainly for service at Barrow 
was launched at Port Glasgow in Sep 
tember. In May last year a new diesel 
engined vessel Lymington, was placed i1 
service by the Southern Railway b« 
tween Lymington and Yarmouth (Isle of 
Wight). This vessel was the first in 
British waters to be fitted with th 
Voith-Schneider system of propulsion 
The Southern Railway has decided to 
order a new cross-Channel vessel t 
replace the Maid of Orleans, and th 
construction of this vessel has also been 
entrusted to William Denny & 
Bros. Ltd. 








NATIONALISATION OF PRIVATE LINES IN 
SwEDEN.—According to a Government 
Bill recently passed by the Swedish Riks 
dag, all privately-owned railways ot 
whatever gauge—except local light rail- 
ways and tramways—are to be national- 
ised within the next five years. 
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Views on the “Square Deal ” 


A statement by Lord Stamp, 
the Transport 


quarters to 


ment on the findings of the 
port Advisory Council’s ‘‘ square 
report (summarised on pages 
8 58 began immediately upon its 
ition. By lunch-time last Friday 
ening newspaper placard reading 
lways Win the ‘ Square Deal’ 
mm the London streets. The same 
oon the press had the opportunity 
wing an official—and more quali 
view of the situation in an inter- 
Lord Stamp and Sir 
Fielden House, 
Railway Com- 


given by 
1 Wedgwood at 
quarters of the 
es’ Association. 
rd Stamp said that the matter had 
ged from the Transport Advisory 
cil as a very different proposition 
1 what it went in. The report went 
ig way towards starting co-ordina- 
on the road on a scale not en 
ed by the railways at first. From 
national point of view the result 
more satisfactory than merely a 
iare deal.’’ At the same time the 
ter had become more difficult, be 
the Acts of Parliament required 
ury out the report would involve 
ind novel legislation. Lord Stamp 
ed that the spirit between 
erse interests evident in the report 
ild not be allowed to go stale 
ugh delay to legislation for which 
need was urgent. 


good 


Railway Stockholders’ Statement 
fhe urgenty of legislation to give 
ct to the recommendations of the 
sort was further endorsed in a state- 
nt issued by the General Secretary 
the Railway Stockholders Union, 
rein the value placed by stock- 
Iders upon the standard revenue as 
safeguard for their interests was also 
<pressed. The statement read :— 
From the standpoint of railway 
kholders, the report of the Trans- 
rt Advisory Council is to be welcomed 
d it is to be hoped that it will pass 
rough Parliament — speedily. One 
int must be emphasised. This is the 
ommendation made by the council 
at the ‘ obligation upon the Railway 
ates Tribunal to adjust charges so as 
) ensure a standard revenue should be 
pealed.’ The union feels strongly the 
bligation which the Act of 1921 placed 
pon the tribunal was a real one. 
Nevertheless, experience has shown that 
reases in passenger and freight rates 
lone could not achieve the standard 
venue contemplated by Parliament. 
It is, therefore, important for 
stockholders that the newly-devised co 
rdination between the railways and 
vd hauliers should become effective, 
nd thereby give the main-line com 
panies the traffic and revenue required. 
It will, however, be appreciated that, 
if the obligation upon the Rates Tri 
withdrawn, stockholders are 
substantial sacrifice as 


more 


bunal is 
making a very 


and some reactions in other 


Advisory Council’s report 

they have always regarded the stan 
dard revenue as a bargain made with 
them by Parliament at the time their 
securities in the old main-line com 
panies were exchanged for the existing 
stocks. 


“As stockholders see the matter, 
what the report foreshadows is two 
fold. In the first place, a more elastic 


service to the public than has been pos 
sible under the old-time system of rate 
fixation, and, in the second place, a 
measure of co-operation with the other 
branch of national transport, which has 
hitherto been impossible owing to the 
absence of fixed charges. Release from 
the old-time fetters will be very wel- 
come, but even more important should 
be the co-ordination machinery which is 
already functioning in the form of the 
Central Conference. It is a happy fact 
that each group of the Road & Rail 
Central Conference has its own Chair 
man and these take control of proceed- 
ings alternately, so scrupulous care has 
been taken to prevent the dominance 
of one party or the other. In future, 
it is to be hoped that agreed rates will 
cover cost plus a reasonable profit for 
which ever branch of national transport 
is responsible for the service to the pub 
lic, and this is precisely how every 
business-like agreement should work. 
The principle of reasonable profit is the 
in have lasting value.’ 


only one which « 


Comments of the Press 


Press comment on the whole was 
unanimous in congratulating the Trans- 
port Advisory Council upon its labours, 
and differences of view were expressed 
largely in estimations of the extent to 
which the railways had got what they 
asked for. Below we reproduce some 
representative extracts :- 

The Times.—In all the report in- 
evitably leaves an impression of con- 
trast between the ambitious scope of 
the railways’ original appeals and the 
limited nature of the answer. It is not 
certain that the proposals would work, 
and if they did work they would not 
improve the railways’ financial position 
very greatly. 3ut the truth is that 
no plan other than unification of trans- 
port would really solve the railways’ 
problem. 

Daily Telegraph & Morning Post.— 
The issue of what had seemed a very 
contentious and knotty problem may 
be regarded as a very happy one. 
3ut, as the council points out, the 
extent to which any agreements 
reached may advance the ultimate aim 
of the co-ordination of all forms of 
transport depends on the spirit in 
which those agreements are i1m- 
plemented. 

The Financial News.—The report is 
fateful document yet pro 
duced on the vexed problem of trans- 
port in this country. The pivotal point 


the most 
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is, naturally, the Road-Rail Agree- 
ment. But the basic provision—and 
the one that may well bring a host of 
fresh problems in its train—is that 
granting the railways the freedom they 
desired from statutory regulations. 
This, however, is not the railways’ 
square deal. It is the T.A.C.’s square 
deal—a compromise reached by repre- 
sentatives of the interests involved. 
Whether the result can be described as 
a real step towards the avowed object 
of co-ordination, time alone will show. 

The Financial Times.—The report of 
the Transport Advisory Council on 
the railway companies’ claim for the 
removal of — statutory regulations 
governing their freight charges is im- 
portant not so much for the extent 
of the relief recommended as for the 
definite approach which it makes _to- 
wards the co-ordination of the nation’s 
transport as a whole. That is the 
keynote of the report. 

News Chronicle.—The railways have 
every right to be satisfied with the 
report and with the measure of agree- 
ment among the different interests, 
notably the road transport interests, 
which stands behind it. 

The Stay.—The British railways are 
to have their ‘‘ square deal,’’ though 
with the corners chipped off. 

Daily Expvress.—The railways have 
been given a square deal. They must 
give a square deal to the _ public. 
Their new freedom must not be 
abused. The report was prepared 
when the railways were much less 
prosperous than they are now. Today 
they are getting higher revenues with- 
out raising rates. 

The Manchester Guardian.—The 
Transport Advisory Council’s report on 
the railways’ claim for a ‘‘ square 
deal ’’ seems to have satisfied everyone 
—or nearly everyone. ... The rail- 
ways may well be satisfied, for they 
have got the bulk of their demands. 

The Yorkshire Post.—Not the least 
aspect of the relief felt by the railways 
will be the saving of time and expense 
in protracted and costly procedure 
hitherto necessary to obtain revision of 
a particular rate—a delay which often 
means loss of business. The periodical 
conferences with traders and with the 
road carriers will bring closer contact 
between the interests involved, and 
should lead to a better understanding 
of the railway position. 

The Financial Times also published 
an interview with Sir William Wood, 
Vice-President, L.M.S.R., in which he 
was quoted as saying :— 

‘* Generally, I think the recom- 
mendations satisfy the needs of both 
trade and industry and the railways, 
because they permit of the develop- 
ment of a charging system on natural 
lines and free from the grip of the 
dead-hand of the present artificial 
arrangements. It is a great step for- 
ward, and I do not in any way resent 

in fact I welcome—the five-year 
period which it is proposed to apply 
to the new law. 
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RAILWAY LAW FOR THE QUARTER 


Common Employment 


Metcalfe v. London Passenger Trans 
port Board.—‘* The Times,’ April 28 
Repercussions of the decision of the 
House of Lords in Radcliffe v. Ribble 
Motor Services on the doctrine ot 
common employment are still heard 
In Metcalfe v. London 
Passenger Transport Board an omnibus 
conductor in the service of the board 


in the Courts 


was injured in a collision between his 


omnibus and tramcar belonging to 
the board He 


the board for personal injuries due to 


claimed damages trom 


the negligence of its servant, the drivei 
of the tramecar Negligence was ad 
mitted but Mr. Justice Macnaghten held 
that th mmon employment by the 
board of the bus conductor and the 
prevented — the conducto1 
A 


tramdrivet 
from ve vering No doubt thar cect 
sion was right at the time and was 
founded on the law as it then stood 
But afterward; the Ribble Motor Sei 
ces case went to the House of Lords 
55 T.L.R. 459) and as we pointed out 
in our last legal notes, the crux of thr 


judgement w that the doctrine of com 
mon employment has no application 
where the plaintiff is exposed to th 

neral risks of a public thoroughfare 
ind runs the risk of negligent driving 
of any road uset Indeed with so 
tic a concern as the L.P.T.B. it 
result of the 
hould be ex 


gigan 
would seem an untau 
doctrine that a drivet 
posed to such risks and in so large a 


percentage of cases be without \ 
remedy Che 
enough as applied to the tra 
bu rarage, but not in relation to the 


streets 


doctrine is reasonable 


mn depot | 


general risks of driving in the 


where omnibuses are so numerous. The 
Appe il owing to the 
interpretation of the law in the Ribbi: 
Motor Services case felt bound to re 
verse M1 Justice Macnaghten’s deci 
sion and to hold the plaintiff entitled 


Court of recent 


to recover damages which were assessed 


at £3,715 On April 28 the Court oi 
Appeal refused the board leave to ap 
peal to the House of Lords, stating that 
counsel must make application to the 
Appeal Committee of that Hous 
The Duty of Pedestrians 
Chisholm v. L.P.T.B. 54 The Times 
Lum, 220 

[he crossings for pedestrians con 
monly known as Belisha crossings 
ind created by the Road Traffic Act, 
1934, s. 18, have given rise to a dive: 
sion of opinion among eminent judges 
Since Bailey v. Geddes (1938) 1 K.B 
156, it was supposed that a pedestria: 
if he was on one of these 
Contributory negligence on 
defence to in 


injured by an 


Crossings Wa 
icrosanct 
his part would be no 
iction by him if he wa 
ncomiung car 

In Ch sholn 
was clear and the 


L_.P.7.B. the crossing 


pedestrian thought 


he was safe [The Judge in the Court 
below thought that the defendant's 


vehicle was on ipproaching — the 


crossing '’ and therefore bound to give 
way But the two Lords Justices 
(Scott L.J. and Goddard L.J.) held 
that if the plaintiff had looked to his 
right before he set out to cross,+ he 
looked too early for it to be of any 
and they found for the transport 
board. Lord Justice Du Parcq however 
dissented; he laid it down howevet 
that if a driver retains, up to the last 
moment when he can reasonably ex 
pect a pedestrian to cross, sufficient 
control to enable him to pull up at 
he crossing, he has done all that can 


use, 


be expected of him 

A good rule in these cases was that 
laid down in Radley v. London & N 
Western Railway Co. that even if the 
plaintiff has contributed to the accident 
he can still recover if the defendant 
had a last clear chance to avoid it. 


Compensation to Officers 

Perry v. L.P.T.B. (1939) All. Eng. 
Rep. 421 
Phe Courts are 
for compensation to employees — prc 


still considering cases 


vided for under the London Passenger 


Pransport Act 1933 Here the 
ipplicant was a blacksmith employed 
in connection with the L.C.C. Tram 
ways He was given a week’s not 


on November 25, 1931, and was unem 
ployed for six months, after which he 
was again employed in his old job and 
by the Act of 1933 he came in July 
nto the employment of the board In 
january 19387 he was dismissed owing 


; 


to the change over from tramcars to 


trolley bu He claimed, under 
section 73 of the Act, compensation 
for loss ol employment ‘_he board 
ontended that that section did not 
ipply because he had not been ‘‘ con 


tinuously employed by the L.C.C 
from March 12, 1931, to July 1, 1938, 
ind they also said he was in no worse 
position than befor the Act was 
passed, because he was always subject 
to a week’s notice ind therefore was 
not entitled to 

Chet was also a question whether 


compensation 


ubsequent earnings were to be taken 
into count if it became necessary to 
ISSESS ompensation Mr. Justice 
Atkinson thought that continuous 
employment ’’ was not necessary to 
entitle a man to compensation under 


he Act, if only he had been in the 


+} 
employment of the Council on March 
12, 1931, and had been before the 
ippointed day employed in an under 
taking to be 
On the second point again, Mr 


transferred 


Justice Atkinson held that it made no 
difference that the man could be dis 
missed at week's notice. He was 
till an existing servant between 


the material dates and was. therefore 
entitled 1 


been dismissed in consequence of the 


compensation and had 
change over 

As to subsequent earnings the Act 
ivs that regard is to be had to the 
emoluments which he has or might 
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have acquired by accepting ot 
ployment offered him by th 


&c., and all other circumst f 
the case.’’ Here the learn 
thought that one must take int 


sideration the fact that he ha 
earning practically as much 
after the transfer as he had 
before. 

rhis meant that the man re 
£100 instead of £300. These ¢ 
the points in the decision, 
tinuous employment is not essen 
even a weekly servant is ent 
compensation, and (3) the man 
quent earnings must be taken in 
sideration in assessing compensat 
Wages during Illness 

Marrison v. Bell 
Rep. 745 

Phe old rule at common law 
that a workman who is temporaril 


(1959) 1 Ali 


abled by illness from working is e1 
to his wages during his illness wit 
deduction. There might of cours 
special terms in the contract 
would alter this rule. Thus in N 
v. Midland Railway Company I 
96 Law Times 462, the plaintiff w 
railway employee who had agree 
be bound by the company’s rules 
usual he joined the company’s frie1 
society by whose rules a membei 
entitled to sick pay during illness, 
not if he was earning wages from 
February, 1905, 
plaintiff became ill and received 
pay until September 


company In 


when he 


Liven notice 
ment It was held that 
laim wages during his filness bec 


terminating his empl 


ic could 


the rules wer part of his contrac 
service and by the rules his right 
wages during illness was suspended 
Acain under the Workmen’s Coi 
pensation Act the workman who take 
the benefits of the Act on the groun 
of his incapa 
compensation on the 
es cannot turn round and say tha 


ty to earn wages and get 
footing of his 
w: ' 
he is entitled to the 
wages during the time when he was dis 
tbled. Under that Act the right to full 
wages is undoubtedly suspended during 
the period of his incapacity. Se 
Eiliott v. Liggens (1902) 2 K.B. 84. 
Under the National Health Insuranc: 
Acts however different considerations 
ipply. There the benefits of the Act 
are in addition to the workman’s wages 
being medical treatment and disabl: 
ment benefits irrespective of the amount 
of his wages. The Court of Appeal 
therefore held in Marrison v. Bell that 
the receipt of sick pay did not prevent 
a workman from recovering his wages 


balance of his 


Easter Sittings 

The Southern Railway Company lost 
its appeal in Swain \ the Company 
which was heard last term. The case 
raised interesting points of law as to the 
dutv to repair a road bridge over the 
line, and as to the Public Authorities 
Protection Act We have previousl\ 
dealt with these, and with the judgment 
of Humphreys, J, in the Court below. 
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|» spection of new South 
African Rolling Stock 


invitation of the Metropolitan 

( Carriage & Wagon Co. Ltd., 
of guests vesterday inspected 

t] y steel air-conditioned coaches 
Union Limited and Union Ex 

1 trains for South Africa now 
( ted at the company’s Saltley 
Birmingham. ‘The builders were 


I ented by \Mlessrs \ J Bovd, 
| Taylor, J. W. Kidd, and F J 
HH Amongst others who accepted 
t I pany S Invitation were 


f the High Commissioner for the Union 
\frica Messrs. W. H. Cogill, M. H 
ind C. W. Harrison; South African 
Mr. D. MelIntosh; L.M.S.R Mr 
wnett; Southern Railway Mr. | 


Pullman Car Co. Ltd Mr. W | 


ilting Engineers Messrs. Rendel, Pal 
rritton Mr. B. P. Ellis ; Messrs. Wolfe 

x Partners.—Mr. A. C. Carr; Messrs 
Fox & Partnet Mr. Bertram Fox 

W. R. Simn Messrs. Livesey & 

| Mr. J. D. C. Couper and Mr. C. |] 
I M rs. Sandberg Mr. ( Hatherl 





rt White & Partners Mr. Coli 


Agents for the Colonies Mr \ 


1; African Railways, Egyptian State 
I y Mr. Damer Dawson; Rhodesia 
s——Mr. A. E. Hadley and Mr. R. |] 


rald; Indian Railwavs, Bengal & North 





I Railway Sit James Williamson ; 
fF ind Bengal Nagpur Railways 
» st I South Americ in Railway », sah 
B n) Railway Mr. Vernon Hinde 
hili) & Bolivia Mi 
\W Bol and Mr a G ru 
t AY GAZETTI Mr. J. A. Kay ents. 
I Phornton Ce Buenos s, Mr 








H. Farmer; J. Clack & Co., iwayo 
P. R. Taylor; Department of Overseas 
idustrial Section Mr. ¢ I House 
ri Transport Mr. D. R. Lam Xeuters 
South African papers), Mr. A. IT. Penman 

ropolitan-Vickers Electrical Co. Ltd 

rl. R. Graty; R. D. Summerfield & Sor 
K. D. Summerfield and Mr. R. E. Summer 
J. Stone & Co. Ltd Mr. Kk. Preston, 
Norman Morris, Mr. W J. Ruston, and 
Bever, Peacock & Co. Ltd Mr. Cyril 


\ full illustrated des« ription of the 
rolling stock appears on pages 


>] 
oo l—/ 








Evacuation by Rail 

in connection with correspondence in 
columns of The Times, Sir James 
Milne, writing as Chairman of the 
General Managers’ Committee, — the 
Railway Association, 
sterday set forth the position of 
cuation by rail 
Che Government has mace 


Companies 
als follow . 


rangements with the railways for the 
wuation of children and_= certain 
London and the 
rger provincial towns A scheme for 
lis evacuation has been drawn up and 
ill be put into force as soon as the 


her classes from 


Government call upon the railways to 


so 

An evacuation 
imensions cannot be carried out with 
it monopolising a large part of the 
irrying capacity of the railways, and 
vhile it is in progress other services 
1ust be cut down materially. The 
iilways will aim, however, to main 
iin a reduced service of trains avail- 


scheme of these 
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ible for ordinary passengers. The ex- 
tent of this service must depend upon 
the nature of any emergency demands 
which are placed upon the railways 
over and above the evacuation scheme. 
It is therefore desirable that the public 
should realise that the service given is 
likely to be 
subject to alterations or cancellation 
Every effort, however 


limited in capacity and 


at short notice 
will be made by the railways to meet 
the requirements of the travelling 
public, subject to the primary needs of 


the Government 








Mechanising Toton Marshalling 
Yard, L.M.S.R. 

At 6 a.m. on Whitsun-Tuesday (May 
30) the L.M.S.R. will bring into opera 
tion the biggest scheme of shunting 
vard modernisation it has yet carried 
out, involving the complete mechanisa 
tion of the down sidings at Toton 
(Derbyshire), where from 4,000 to 5,000 
wagons for North Midland coalfields 
are sorted out every 24 hr. during peak 
periods. Work has been proceeding for 
over a year on remodelling the layout 
and installing centralised point control, 
hydraulic railbrakes, and colour-light 
signals; the scheme when in full opera 
tion is expected to yield swifter and 
smoother working, and a qui ker flow 
of empty wagons from all parts of the 
L.M.S.R. system back to the collieries 

A large proportion of the coal sup 
ply for London comes by way of Toton 
ind the ibout to be 
brought into operation affects the down 
vard only, which is about half the 
extent of the Toton sidings. Majo 
items of the reconstruction have had 
to be carried out at weekends, but it 
is a tribute to the planning arrange 
ments between the Engineering and 
Traffic Departments that throughout 
the whole period traffic operations have 
Under the new sys 


scheme now 


been kept going. 
tem of operation which is to come into 
force on Tuesday next, the present 
method of controlling the shunting ol 
wagons into the various sorting sidings 
by mechanically operated points and 
by shunters controlling the wagons with 
hand-brakes, is being superseded by 
electro-pneumatic control of the points 
and mechanical braking. 

Humping will now be performed 
by 350-h.p. diesel-electric locomotives 
of special design. These engines carry 
enough fuel for a week’s continuous 
work, and are operated by one man at 
a time Another feature ol the 
mechanisation scheme is the introduc 
tion of a Teletype apparatus, for com 
municating from the hump room to the 
operators in the control tower the 
shunting sequence for each train, indi 
cating the siding destination of ever, 
wagon or wagons and the number of 
wagons in each movement In con 
junction with the mechanisation, im 
proved lighting equipment (including 
special lights for use during fog) and 
additional loudspeakers and telephones 
are being installed. 
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New Cross-channel Vessel for 


the S.R. 


William Denny & Bros. Ltd., as 
announced in our issue of February 17, 
has in hand for the Southern Railway 
a sister ship to the Canterbury for the 
Golden Arrow service. Despite the 
restrictions of the depth of the French 
ports limiting the draught of these 
ships, on careful planning it has been 
found possible to give an additional 
deck to the ship and this, of course, will 
increase the passenger accommodation. 
Che hull will have a raked stem and full 
cruiser stern, while the top part will 
tumble home 3 ft. to the boat deck. 
Che boat will have two masts and one 
funnel, and the propulsion will be by 
two sets geared 
turbines with a 12,000 h.p. rating. The 
experience of the ferry boats on the 
Dover-Dunkerque service, which burn 
Kent coal mechanical 
stokers and generating steam through 
Yarrow-type water-tube boilers, will be 
used on this boat, and there will be a 
Howden erit arrester fitted in the 
funnel. Local coal will be used for this 
important service. The coal bunkers 
will have a capacity of 120 tons, and 
are so arranged that coaling can take 
place cleanly by means of coal boxes. 
Che vessel will havea speed of 22 knots. 
lhe new ship will be able to carry 1,300 
passengers, and the extra deck enables 
great improvements to be made in the 
position and size of the public rooms, 
particularly with regard to the position- 
ing of the refreshment rooms, which will 
be in a more stable part of the boat 
than has been possible in previous ships. 
There will also be one of the modern 
large tea lounges situated in the forward 
part of the ship with a view ahead. 
This is in accordance with the practice 
to be found on many liners as well as on 
some other cross-Channel steamers. The 
second class cabin accommodation will 
be in advance of anything yet seen on 
the short sea routes. There will be 
14 private cabins, two cabines-de-luxe, 
and two telephone kiosks, while there 
will be a sheltered deck for first class 


of single-reduction 


operated by 


passengers and an open deck for second 
class. The whole of the accommodation 
will be heated and ventilated throughout 
by the Thermotank system. 








Forthcoming Events 


June 3 (Sat.)—Permanent Way Institution 
(Manchester-Liverpool), at C.L.C. Station, 
Lord Street, Southport, 3p.m. ‘“ Three 
Reinforced Concrete Bridges,” by Mr. W. 
Beatty. 

June 8 (7 hurs.).—Railway Club, at Royal Scot- 
tish Corporation Hall, Fetter Lane, London, 
E.C.4, 7.30 p.m, “ Traffic Control Sys 
tems,’’ by Mr. C. Anderson. 

June 8-14.—Stephenson Locomotive Society 
(London). Summer Tour, Eire and North 
Wales. 

June 14 (Wed.).—-Institution of Civil Engineers. 
Annual Conversazione. 

June 14-17.—Institute of Transport, at South- 
ampton. Annual Congress. 

June 39 (/ri.).—East Indian Railway Officers, 
at Trocadero Restaurant, Piccadilly Circus, 
London, W.1, 6.30 for 7 p.m. Annual 
Dinner. 


July 6-8.—Institution of Civil Engineers, at 
Birmingham. Summer Meeting. 








878 


THE RAILWAY GAZETTE 


STAFF AND LABOUR MATTERS 


Calling up of Reservists 

Notices calling to the colours a large 
number of Army Reservists were issued 
last week-end in expectation of the pass 
ing into law of the Reserve & Auxiliary 
Forces Bill. The date in the calling up 
notice for the first batch is June 15. 
Officers of the Regular Army Reserve 
of Officers have also been warned that 
their return to the service is necessary. 


R.C.A. Annual Conference 

[The annual conference of the Rail- 
way Clerks’ Association was held at 
Bournemouth from May 15 to 18, and 
during the four days a variety of sub- 
jects was discussed. The conference 
was opened by the President of the 
association, Mr. F. C. Watkins, J.P., 
M.P., who during the course of his 
address said that the association has 
always been convinced that the trans- 
port needs of the nation, together with 
the well-being of the railway workers, 
could be supplied most completely by 
the institution of a national transport 
board which would be charged with the 
responsibility of providing for the com 
munity an effective system for the 
general benefit. Some of the matters 
dealt with by the conference were : 

Airy Raid Precautions.—A resolution 
was adopted instructing the executive 
to call for a report from the railway 
companies and the London Passenger 
Transport Board setting out the 
arrangements that had been made for 
the protection of members of the staffs, 
especially those in large blocks of 
offices. The General Secretary (Mr. W. 
Stott) said that the executive was told 
only a short time ago that the railway 
companies were not yet in a position 
to give a definite reply either in regard 
to protection of staff or evacuation 

Office Accommodation.—During a 
discussion on railway office accommo 
dation, demands were made that clerks 
should be able to work and take their 
meals in reasonably decent and healthy 
conditions. It was stated on behalf of 
the executive that it did not accept 
the point of view of the railway com 
panies that they were excluded from 
the legal rights of local authorities for 
the inspection of railway property 
under the Public Health Acts. 

Conscription.—A resolution, — that 
while determined to share all the re- 
sponsibilities of national defence and 
national obligations, the conference de 
clared its belief that all the necessary 
man-power could have been secured by 
voluntary recruitment, was carried by 
. large majority. 

Railway Staff National Tribunal De 
cision.—As we announced last 
the conference decided to accept the 
findings of the tribunal (Decision 
No. 5). An amendment that the asso 
ciation should appreach the railway 
companies with a view to further nego 
tiations and should meet the other two 
unions to consider the relationship of 
the three unions towards existing nego- 


week, 


tiating machinery was not accepted, 
but it was made clear on behalf of the 
executive that discussions with the 
other unions are likely to take place. 

Salaries and Wages and Capital.—A 
resolution in the following terms was 
passe a: 

‘* That this conference views with alarm 
the announced intention of the railway 
companies to attack the already low stan- 
dards of salaries and wages of railway 
employees, and declares that increases, not 
decreases are long overdue. 

‘While fully associating itself with the 
declared policy of one unified transport 
systetu under public ownership and con- 
trol, conference decides that adequate re- 
muneration for the staff should take pre- 
cedence over dividends, and calls for a 
drastic writing down of capital repre- 
sented in Railway stocks, to bring it more 
into line with present-day market values; 
and resolves that no reduction in salary 
or wages for the purpose of increasing divi- 
dends on the inflated capital of the Rail- 
way industry will be tolerated.’’ 

A further resolution was passed ex- 
pressing determination not to accept 
any worsening of our National Agree- 
ments, even though the adjustment 
may be of a temporary nature.’’ 


Public Service Vehicle Operators, 
County Durham 

The Industrial Court sat in Durham 
on April 24, 25, and 26, to hear a 
claim by the Transport and General 
Workers’ Union thit wages and condi 
tions of employment of drivers and con 
ductors employed by certain public ser- 
vice operators are not in accordance 
with section 93 of the Road Traffic Act, 
1930. The union contends that the 
rates of wages paid to and the condi- 
tions of employment of the drivers and 
conductors employed by the under- 
takings concerned are less favourable 
than the rates and conditions of em- 
ployment commonly recognised by em- 
ployers and trade societies in the trade 
in the district in which the work is 
carried out. 

On behalf of the employers it was 
contended that within the meaning of 
the Fair Wages Resolution there were 
no rates commonly recognised by em 
ployers and trade societies in the dis- 
tricts in which the work is carried out 
and that in the absence of such recog- 
nised rates and conditions those in fact 
being paid and observed in the under 
takings concerned were those which m 
practice prevailed amongst good em 
ployers in the districts in which for the 
purposes of the resolution the work is 
carried out, or, in certain cases, the 
rates and conditions of employment 


obtaining in the nearest districts in 
which the general industrial circum 
stances are similar. 

The Court, by award 1,728, found 


that to comply with section 93 of the 
Road Traffic Act, 1930, the rates and 
conditions of drivers and conductors 
should be not less than those appearing 
in the schedule to the award. The main 
provisions are: rates of pay to drivers 
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Is. 23d. rising to Is. 4d. an hour. 
conductors 9}d. rising to Is. 14d 
hour; female conductors 94d. risi: 
Is. an hour. 

The conditions of service provid 
no less than 90 per cent. of the 
is to be guaranteed a 48-hr. week « x | 
days. Sunday duty and bank hol 
to be paid at the rate of time-an 
quarter. Christmas Day to be } 
double time. Night duty betwe: ) 
midnight and 6.0 a.m. on special 
ing, and overtime—time worked i ft 
cess of 54 hours in any week—% 
paid at the rate of time-and 
quarter. Annual holidays, 7 con 
tive days with 56 hours’ pay aft 
months’ continuous service. T! ti 
two operators are affected by 
award. 








Hunt’s Bank Annual Festiv;! 


The annual L.M.S.R. Hunt’s B 
Athletic Festival was held on 
Football Club Ground, Bloomfield R : 
Blackpool, on Saturday, May 20 
weather was fine and approximat 
ten thousand members of the 
and their friends spent an enjoys 
afternoon and witnessed some 
excellent racing. Amongst those pre 
were : = 
The Mayor and Mavoress of Blac! 
(Alderman W. Rostron Duckworth, M 
The Town Clerk of Blackpool (Mr. Trevor 
Jones), The Supt. of Police, Blackpool (Mi 
Pearson), The Advertising Manager of Blac! 5 
(Mr. W. Foster). 
L.M.S.R.—Mr. Ashton Davies, C.V.« 
Acting Vice-President ; Messrs. W. O. Hick 
Divisional Solicitor ; J. H. Robinson, Divisi 
Superintendent of Operation; F. H. C 
District Passenger Manager; S. W. Spendl 
Divisional Signal and Telegraph Engine: 
Kk. C. Marrian, District Engineer, Manchest: 
W. Hepworth, District Engineer, Blackb 
J. H. Openshaw, District Estate Agent, M 





chester; H. Clegg, District Estate Agi 
Leeds; A. Allmark, District Estate Age 
Crewe ; V. H. Openshaw, Assistant to Sig: 


and Telegraph Engineer, Euston; W. Davi 
Assistant Divisional Superintendent of Ope _ 
tion ; J. Wood, Goods and Docks Superint 
dent, Wyre Dock; E. Taylor, District C 
troller, Huddersfield; A. G. Baxter, Di 
sional Superintendent of Police, Manchester 

Mr. F. H. Cowell, before asking Mr 
Hickson to present the prizes, calle 
upon Miss Jean Holt to hand to Mr 
Hickson a bouquet of red carnations 01 
behalf of the Festival Committee. 

The ‘“‘ Stamp” Cup for the depart 
ment gaining the most points at the 
festival was won by the Office of the 
Divisional Superintendent of Operation 
and after Mr. J. H. Robinson had 
received the cup from Mrs. Hickson 
he proposed a vote of thanks to her for 
the gracious way in which she _ had 
performed the presentation. Mrs. Hick 
son responded and said she was ver\ 
glad indeed to be present and congratu 
lated the winners 

Alderman Rostron Duckworth, M.P 
the Mayor of Blackpool, paid tribute t« 
the close association between _ the 
L.M.S.R. and his town and expressed 
the hope that the developments which 
were taking place would be of mutual 
benefit to both and that the athletic v 
festival would continue to be _ held 
at Blackpool to cement the relationship , : 
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Northern Ireland Transport Losses 


£200,000 Provision in Ulster Budget 


Northern Ireland Minister of 

I the Rt. Hon. J. M. Andrews) 
ing his Budget statement, re- 
that the amount available for 
il contribution and surplus was 
£ 100 Continuing, he said: 
ist this figure I am charging a 
£200,000 which would 
vo to increase the Imperial 
yuition. It is with the agreement 
Chancellor of the Exchequer of 
United Kingdom that our 
is reduced by this amount in 
rrent year, in order to enable me 
ike a start against the 
the Exchequer, I regret to say, 


sum of 


con- 


Ol 


le SSCS 


und to incur by reason of our 
intees to the borrowings of the 

I | Transport Board. 
I am also glad to say that the 
llor has most kindly expressed 


sreement to corresponding pro 
not recessarily of the same 
int—being made each year over 
xtended pericd I must, however, 
I very clearly and 


the House 
tely that this arrangement, both 


as regards the current year and as re 
gards the future, is subject to the con- 
dition that we satisfy the British 
Treasury that our new _ transport 
scheme will be established on such a 
basis as to ensure a_ sound 
result I am sure that this 
rangement will be welcomed, as, if 
the conditions are complied with, I am 
hopeful that it will prevent a special 
tax being imposed to meet transport 


and 
economic 


losses. 
No indication was given by the 
Minister of the total amount of the 


losses on the Northern Ireland Road 
Transport Board, but members of the 
opposition during the subsequent 


3udget debate declared that they 
amounted to £4,000,000, and these 
statements were not denied. While 


the arrangement for deducting 
annually the loss of the Transport 
Board from the Imperial contribution 
is welcomed in Northern Ireland, as it 
obviates the necessity of levying a 
special tax, the announcement of the 


arrangement was the big surprise of 
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Northern Ireland Budget 
statement. The Joint Parliamentary 
Committee appointed to investigate 
the findings of the M’Lintock Com- 
mittee report and that of the Recorder 
of Belfast upon the transport problem 
in Northern Ireland, has not yet issued 
its report and no arrangement for 
meeting the Transport Board’s losses 


this year’s 


was expected until this report was 
issued. The report is now in course 
of preparation and will be issued 
within the next few months, when a 


special meeting of the Northern Parlia- 
ment will be called to consider it be- 
fore any definite scheme for the future 
control of Road Transport is embodied 
in a Parliamentary Bill. 

The Minister of Finance in_ his 
3udget statement also announced that 
the duties on private motorcars in 
Northern Ireland would be increased 
from 15s. to 25s. per horsepower as in 


Great Britain. 
The change will provide £100,000 


next year and £200,000 in a full year. 
There will also be a small increase in 
the duties on motorcycles, but no in 
crease in motor commercial or agri- 
cultural vehicles, or in the duty of £2 
on a private car used for drawing a 
trailer. 








QUESTIONS IN 


and Rail 
Leonard (Glasgow, St. 


Bus Passengers Travel 
Ir. W Rollox 
ib.), on May 10, asked the Minister 
fransport if the arrangement per- 
tting Green Line bus passengers to 
e their return journey by rail 
ided the I..M.S.R. and L.N.E.R. ; 
if similar facilities existed in Scot 

for bus travellers. 

Euan Wallace (Minister of 
sport): The answer to the first 
t of the question is in the affirmative. 
lar arrangements exist in a number 
localities in Scotland. 
\Ir. W. Leonard (Glasgow,St. Rollox 
».), on May 17, asked the Minister of 
nsport what bus companies. in 
tland had agreements with the 


iptain 


lways providing that outgoing bus 
sengers might return by rail. 

Captain Euan Wallace (Minister of 
ransport), in reply, circulated the 


lowing list 
t Combined 


mgements in Scotland for 
Road and Rail Travel 

Phe L.N.E.R. has arrangements of 

s kind with: 

Scottish Motor Traction Co. Ltd 

Central S.M.1 Co. Ltd 

W. Alexander & Sons Ltd 

The L.M.S.R. has similar 

ents with: 

Scottish Motor Traction Co. Ltd 

Central S.M.T. Co. Ltd 

W. Alexander & Sons Ltd 

Western S.M.T. Co. Ltd 

Caledonian Omnibus Co. Ltd 

Highlands Transport Co. Ltd 

Pitlochry Motor Company 

Mr. W. Macky of Dunphail 


arrange- 


Workmen’s Tickets at Morden 
Mr. Chuter Ede (South Shields—Lab.), 
n May 17, asked the Minister of Trans- 


PARLIAMENT 


port whether he was aware that although 


there was extensive congestion at 
Morden station in the early morning 
peak hours, the London Passenger 


Transport Board refused to issue work 
men’s tickets overnight ; and whether 
he would make representations to the 
board on this matter. 

Captain Euan Wallace (Minister of 
Transport): The London Passenger 
Transport Board states that the practice 
of issuing workmen's tickets overnight 
increases the congestion, which is 
already acute, on the last trains on 
which such tickets are available, and 
that it is difficult, if not impossible, to 
restrict holders of tickets issued over 
night to the time prescribed for their 
use in the morning. The board 
states that there are four windows and 
eight machines available for the issue 
of workmen’s tickets at Morden station 
and that the number of machines is 
shortly to be increased to 13. 


also 


L.P.T.B. Smoking Compartments 


Mr. S. S. Hammersley (Willesden, 
E.—C.), on May 22, asked the Minister 
of Transport if he was aware that the 
London Transport Board 
had in service which were com- 
having without any 
effective partition between the smok- 
ing and non-smoking compartment; 
and would he make representations to 
the board that there should _ be 
effective partitions between the non 
smoking and the smoking sections. 

Captain Austin Hudson (Parliamen 
tary Secretary to the Ministry of 
Transport): I propose to communicate 
with the London Passenger Transport 


Passenger 
cars 


posite, sections 


Board again on this matter and will 
write to my honourable friend in due 
course 

Mr. Hammersley: In making ,these 
representations to the London  Pas- 
Transport Board, will, the 
Parliamentary Secretary bear in mind 
that there was a time when smokers 
had to come to this House in order 
to have legislation to permit them to 
smoke in railway compartments, and 
will he prevent a situation arising in 
which non-smokers will have to come 
io the House in order to breathe 
fresh air? 

Captain 
in mind. 

| a a 
Mare—C.): 
Secretary 


senger 


Hudson: I will bear that 
Orr-Ewing (Weston-super- 
Will the Parliamentary 
bear in mind, also, in his 
correspondence with the London Pas- 
senger Transport Board, that in some 
cars there is no partition dividing the 
first class from the third class? 
There was no reply. 


Turkish Locomotive Contract 

Mr. R. R. Stokes (Ipswich—Lab.) 
asked the Secretary to the Overseas 
Trade Department whether he was 
aware that the recent order to British 
manufacturers for, approximately, 
£1,000,000 of locomotives from ‘the 
Turkish Government, stipulated that 
those locomotives must be of German 
design and all accessories were to be 
purchased in Germany; whether those 
accessories were to be financed out of 
the credit granted to Turkey, as .was 
the main contract; and what steps he 
was taking to insist on those accessories 
being manufactured in England? 

Mr. Ronald Cross (Parliamentary 
Secretary to the Board of Trade) in a 
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The locomotives 
refers will 


stated : 
to which the hon. member 
be manufactured in this country. The 
Turkey are of 


written reply 


existing lecomotives in 
German origin, and in order to obtain 
necessary for the 
the condition 
representing 
mall proportion of the total order, 
must be obtained from Germany though 
they will be fitted here. 


the contract it was 
manutacturers to accept 


that certain accessories, 


Transport Advisory Council’s 


Report 

Sir Frank Sanderson (Ealing—C.), on 
May 24, asked the Minister of Transport 
state whether he ap 
proved in principle of the Transport 
Advisory report; and if so, 
whether he would take immediate steps 
for the preparation of the statutory 

scheme to carry it out 
Lieutenant-Commander Kk = 
(Warwick, Nuneaton—Lab.) 
Minister of Transport 
tion he proposed to take on the 
f the Transport Advisory Coun 
he railway companies’ apphi 


if he could now 


Council's 


clsthe 


cation 


( tpt til 


lr tnsport 


cided to 


Euan Wallace 


The Government has de 


(Minister oil 


iccept in principle the recom 
mendations of the Transport Advisory 
Council in its report on the proposals 
ff the main-line railways; and I should 
like to pay tribute to the work of Sir 
Arthur Griffith 
leagues Phe 
law which may b 
ful consideration, but it is intended to 


Boscawen and his col 
specific changes in the 
involved require car 
introduce appropriate legislation as soon 


s possible next session 


Train Service to Raynham Aero- 
drome 

Sir Thomas Cook (Norfolk, N.—C. 
on May 24, asked the Minister of Trans 
the inadequacy 
train service between Raynham 
ind Fakenham, Norfolk; and 
whether he would take steps to secure 
instituted 

families 
travel 


port if he was aware of 
of th 


rodrome 


that extra bus services were 
to enable airmen and _ their 
stationed at this aerodrome to 
to this neighbouring town. 
Captain Euan Wallace The railway 
ompany has furnished me with par 
ticulars of the train services which are 
vailable for which has 
ently been opened, and_ has 
that it will be very 
additional facilities as soon 
traffic them As re 
gards road transport, I have no powe 


this aerodrome, 
quit Tec 
issured me ready 
to provid 
is the warrants 
to compel bus operators to institute ans 
particular services. If they 

their applications are considered by 
the Traffic Commissioners, and I have 
no power to interfere with the Com 
discretion to grant 
unless an appeal against their decision 
is made to me under Section 81 of th 
Traffic Act, 1930 


wish to do 


missioners’ licences 


Road 
that 
question will very shortly consider ap 
local bus operators fot 
licences to run bus services between the 
points mentioned. 


[ am informed 
the Commissioners for the area in 


plications by 
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NOTES AND NEWS 


Rival Transport Unions. —The Na- 
tional Passenger Workers Union—a 
breakway organisation from the Trans- 
port & General Workers Union—is 
bringing an action against the London 
Passenger Transport Board. It claims a 
declaration that the refusal by the 
board to allow members of the N.P.W.U. 
to be represented by their own officials 
is illegal, and asks for an injunction to 
restrain such refusal. 


Polish Express Derailed.—The 
engine and _ several carriages of a 
Warsaw-Gdynia express were derailed 
outside Danzig on May 18, with the 
result that the driver and _ fireman 
received injuries from which they later 
died, but there were no serious casualties 
among passengers. he engine is re- 
ported to have been completely wrecked, 
and a light six-wheeled coach next the 
tender had its end telescoped by the 
latter, whereas the steel coaching stock 
withstood the shock remarkably well. 
Latest state that the cause 
of the derailment has been found to be 
excessive speed 


messages 


A.R.P. Training and L.M.S.R. 
Ambulance Workers.—More than 
$0,000 L.M.S.R. employees have now 
been trained in Air Raid Precautions, it 
was stated by Mr. G. L. Darbyshire, 
the company’s Chief Officer for Labour 
and Establishment, in presiding at the 
final of the L.M.S.R. ambulance com- 
petition for England and Wales, recently 
held at the Wharnclitte Rooms, London. 
\ large proportion of these 40,000 
\.R.P. men has been recruited, said 
Mr. Darbyshire, from the company’s 
voluntary ambulance workers, many of 
whom hold key positions in A.R.P. 
work. The ambulance final, which was 
contested by nine teams (survivors of 
an original entry of 489), was won by 
the Crewe Machine Shop team ; Camden 
London) was placed _ second, 
and Uttoxeter (Stafts.) third. The 
awards were presented by Lady Stamp, 
in the presence of a large gathering 
which included a number of the com- 
pany's chief officers. 


Goods 


Northern Ireland Traffics.—Pas- 
sengers (excluding season-ticket holders) 
carried on railways wholly in Northern 
Ireland in the first two months of 1939 
numbered 500,286, compared with 
514,287 in the first two months of 1938, 
and total passenger receipts fell from 
£28,977 to £28,339. Merchaidise and 
minerals conveyed in the first two 
months of 1939 were 77,463 tons, a 
decrease of 8,441 tons in comparison 
with the first two months of 1938; the 
number of from 31,445 
to 32,716, but the total receipts from 
goods traffic fell from £31,954 to £29,293. 
On railways partly in Northern Ireland, 
the ordinary passengers in the first 
two months of 1939 were 600,097, 
against 601,692 in the first two months 
of 1938, and the total passenger receipts 


livestock rose 


of £52,052 were £2,026 
chandise and mineral tons inc: 
from 135,766 to 172,442, and the ny 
of livestock from 101,647 to 10 
Total receipts from goods traffic 
first two months in 1939 were £103 
against 491,296 for the corresp 
period in 1938. 


lower 


Railway Benevolent Institutio: 
The eighty-first annual meeting 
members of the Railway Bene 
Institution will be held at the Sou 
Railway Company’s Offices, Wat: 
London, S.W.1, at 4 p.m. on Thur 
June 29. The report of the boa 
management will be presented 
meeting will consider, inte; 
new rules in substitution for thos 
present in granting perma! 
annuities to 45 widows and 3 mem 
in the officers’ department ; perma 
annuities for 3 widows and 2 men 
in the servants’ department ; also « 
tingent annuities to 1,056 widows 
448 members in the servants’ de} 
ment 


L.N.E.R. Locomotive Naming 
Ceremony.—tThe L.N.E.R. “ Gi 
Arrow ”’ class locomotive No. 4843 
named The King’s Own Yorks/ 
Light Infantyy at Doncaster on Saturd 
last, May 20. The ceremony 
performed at the Plant Works sidin 
by Lady Deedes, wife of General $ 
Charles P. Deedes, K.C.B., C.M.G 
D.S.O., Colonel of the Regiment. Su 
Ronald Matthews, Chairman of th 
L.N.E.R., opened the proceedings, anc 
Sir Nigel Gresley, Chief Mechanic: 
Engineer, formally handed the _ loc 
motive over for working. After Lad\ 
Deedes had named the locomotive 
the Colonel of the Regiment presented 
regimental badges to Driver 
and Fireman’ Schofield, who 
served with distinction in the K.O.Y.L.1 
during the great war. Colonel W. St. A 
Warde-Aldam, D.S.O., thanked Lad) 
Deedes for performing the ceremony 
The engine was available for inspectio1 
by the public from 1.15 p.m. to 2.0 p.m 
and during the afternoon it worked a 
special train conveying K.O.Y.L.1 
officers and men from Doncaster to 


York. 


G.W.R. Ambulance Gold Medal- 
lists’ Outing.—-A civic reception was 
accorded to the 500 Great Western 
Railway ambulance gold medallists and 
their wives who met for their seven 
teenth annual outing at Gloucester on 
May 20. The large party, consisting ot 
holders of the company’s gold medal fot 
15 years and upwards first-aid efficiency, 
and assembled from all parts of the line 
was presided over at luncheon by Mr 
S. G. Hearn, Divisional Superintendent 
Among the guests were the Mayor and 
Mavoress of Gloucester (Mr. and Mrs 
Trevor Wellington), Mr. H. Leslie Boyce 
(City Member), Mr. H. Adams Clarke 
(Staff Assistant to the General Manager), 


also 


force ; 


Spi el 


both 
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Irs 


Adams Clarke, 


Mrs. Hearn, 


Morris (late Divisional Super- 
nt, Gloucester), and Miss C. A. 


Ambulance 


Centre 


Secretary. 


layor welcomed the party to the 


of 
and 


City 
tions 


Gloucester, 


good 


and 
wishes 


con- 
were 


led to them by Mr. Hearn and Mr. 


Boyce. 


An enjoyable coach tour 


Cotswold villages occupied the 
oon, the party re-assembling for 
the Cadena Cafe before dispersing 
eir several destinations, after one 
most enjoyable and successful of 


eries of annual gatherings. 


The 


vements were in the hands of Mr. 
J. Perks, the Gloucester Ambu- 
Secretary, and his divisional com- 


e 


important an 


on took 


d 


place 


theshire Lines Property Sale. 
extensive 
at t 


sale by 


he Pri yperty 


hange, Liverpool, on May 11, when, 


rder of the 
tee, Daniel 


] 


Cheshire 
Watnev 
lon, offered a considerable amount 


roperty in Liverpool. 
perty was bought when the Liverpool 


Com- 
of 


Lines 
& Sons, 


Much of this 
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part of the railway was built, some 
seventy years ago. It includes shops in 


30ld Street and Berry Street, under 
which runs the tunnel from Central 
station, and various other properties 


along the line of the tunnel until its 
emergence at Brunswick goods station 
Altogether the sale included $2 
shop and commercial premises, 56 
houses and cottages, and several build- 
The realised over 


some 


ing sites. sale 


£18,000. 


Buenos Aires Transport Corpora- 
tion.—In order to provide the necessary 
working capital for the Buenos Aires 
lransport Corporation, arrangements 
are proceeding for placing in London 
and on the Continent £2,800,000° of 
5} per cent. short-term debentures of 
the Corporation. The placing will con 
sist of 5$ per cent. short-term deben 
tures for U.S. $11,500,000 (£2,450,000) 
and £350,000, the sterling portion to be 
placed in London, and the balance in 
Amsterdam, Brussels, and Switzerland. 
The corporation was formed last vear to 
take over existing passenger transport 
services in Buenos Aires 








British and Irish 


Trafhie Returns 








Totals for 20th Week Potals to Date 
EAT BRITAIN 
1939 1938 Inc. or Dec 1939 1938 Inc. or Dec. 
[.S.R. (6,830) mls, f / / / f / 
nger-train tratty $53,000 $54,000 1,000 8,421,000 8,605,000 184,000 
lerchandise, &« 514,000 $65,000 49.000 9,177,000 9,555,000 378,000 
land coke 258,000 233,000 25,000 5,706,000 5,506,000 200,000 
ls-train traffic 772,000 698,000 74,000 14,883,000 15,061,000 178,000 
receipts ,225,000 1,152,000 73,000 | 23,304,000 | 23,666,000 362,000 
E.R. (6,320 mls 
nger-train trathe,. 291,000 289,000 2 000 5,529 000 5,620,000 91.000 
Merchandise, &« 343,000 319,000 24 000 6,327,000 6,746,000 $19,000 
Land coke 264,000 222 000 $2. 000 5,228 000 5,141,000 87,000 
ls-train traffic 607,000 541,000 66,000 | 11,555,000 | 11,887,000 332,000 
| receipts 898,000 830,000 68,000 17,084,000 17,507,000 $23 000 
W.R. (3,737? mls 
nger-train tratth 191.000 189,000 2 000 $569,000 3,604,000 35,000 
Merchandise, & 219,000 188,000 31,000 3.891.000 3,873,000 18,000 
il and coke 120,000 98,000 22 000 2 311,000 2.311.000 
S-train trath« 339,000 286,000 53,000 6,202,000 6,184,000 18,000 
| receipts 530,000 $75,000 55,000 9,771,000 9,788,000 17,000 
S.R. (2,140 mls 
senger-train traffic. 293,000 287,000 6,000 5,581,000 5,596,000 15,000 
lerchandise, &« 67,000 64,000 3.000 1,177,000 1,217,000 40.000 
val and coke 29,000 27.000 2.000 676,000 657,000 19,000 
is-train trath« 96,000 91.000 5,000 1,853,000 1,874,000 21.000 
i receipts 389 O00 378,000 11,000 7,434,000 7,470,000 36,000 
rpool Overhead 1,696 1,308 388 26,416 26,646 230 
mis 
ey (44 mls. 4,212 4,127 85 89,614 87,962 1,652 
ndon Passenger 
i! ransport Board 587,600 573,900 13,700 26,738,300 26,454,900 283.400 
[IRELAND 
fast & C.D. pass. 2 O61 1.915 146 36,922 $6,631 29] 
SO mils.) 
goods 384 390 6 8,636 8,713 77 
total 2,445 2,305 |-4 140 45,553 $5,344 | 4 21 
| | 
it Northern pass. 9.150 8,250 900 175.250 171,600 3,650 
543 mls 
goods 10,400 8.750 1.650 200.250 72.850 27,400 
total 19.550 17,000 2 550 375.500 $44,450 31,050 
it Southern pas 30.094 28, 309 1.785 395,519 599,133 3,614 
2.076 mls 
goods 37.931 37,22 707 817,382 801,567 15,815 
total 68,025 65,533 2,492 1,412,901 1,400,700 12,201 





* 47th Week (be 


fore pooling) 
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British and Irish Railway 


Stocks and Shares 


Prices 
4 ~ 
Stocks 12) Eo May Rise 
= — 24, NISC | 
1939 (Fall 
G.W.R. 
Cons. Ord. .-. 6514 2554 3410 +21 
5% Con. Prefce.... 11854 74 8512 +1 
5% Red. Pref.(1950) 11154 90 93 +1 
4%, Deb. ... 111 9712 98 | 
44° Deb... 112536 10019 101 ae 
44% Deb... 118lp 104 10412 +2 
9% Deb. ... 13112 119 11412 
24% Deb.... 6954, 60 59 
5% Rt. Charge 129 114 1101p (+42 
5% Cons. Guar. ... 12812 103 10412 +2 
L.M.S.R. 
Ord. — e-| S01 11 15 +54 
4% Prefce. (1923) | 7014 23 $2 +2! 
4% Prefce. .-.| 821g | 4354 | GOlp (+1 
5% Red. Pref.(1955) 10312 66 801g ++3 
4% Deb. ... ... 1051336 85 9312 |+1 
5% Red.Deb.(1952) 11414 105  — L0512 
4°, Guar. 10234 | 7712 | 8512 (+2 
L.N.E.R. 
5% Pref. Ord. 8916 3le 5 +12 
Def. Ord.... wee 4716 2lie 27g +58 
4° First Prefce. 6814 21 35 i-2 
4% Second Prefce. 2714 8 14 +1 
5% Red. Pref.(1955) 97 4014 5012 
4% First Guar. 9712 6614 751g +3 
4% Second Guar. 9114, 52 651g +42 
3% Deb. ... . 7914 60 6712 l 
4% Deb. ... -(/1041g | 77 8812 2 
5% Red.Deb.(1947) 11053 97 10312 
44° Sinking Fund 10811),6 101 100 
Red. Deb 
SOUTHERN 
Pref. Ord. 87 77 70 +112 
Def. Ord. 2154 14 151 +1 
3%, Pref. ... (815 83 9419 +1 
5°% Red. Pref.(1964) 11512 98 Y9lo L4 
5° Guar. Prefce. 1281. 106 1Oo9 +1 
5°, Red.Guar. Pref. 116 109lo 108 +1 
(1957) 
4°, Deb. ~1091, 95 98'p) +1 
5% Deb. . ... 129 117 114 tI 
4° Red. Deb 107 1OL1o 1O]}1¢ 
1962-67 
Bevtrast & C.D. 
Ord. 4 315 4 
FortTHu BripGe 
4°. Deb. 102 991g QG41o 
4°, Guar. 10314 9419 92 
G. NORTHERN 
(IRELAND) 
Ord. 51y 21g 31, 
G. SOUTHERN 
(IRELAND) 
Ord. 251, Blo 8 | 
Prefce. 35 13 12 ly 
Guar. 701g 301339 26 ly 
Deb. 83 56 47 l 
L.P.T.B 
ao" A” --1195g 10712 10712* — 
3% “A” .--/ 130 117 11542* |+1 
44% “T.F.A.” ...1206 98 10312 — 
os * B” 1221336 105 1101o* +1 
“Cc” 84 68 File - 
MERSEY 
Ord. oe . 241, 161, 20 
4% Perp. Deb. . 10278 9434 91 
3% Perp. Deb 77 69 6612 
3°/, Perp. Prefce. 6612 | 57 5112 


* ex dividend 
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CONTRACTS AND TENDERS 


New Substation Equipment for 
London Transport 

fhe British Thomson-Houston Co 
Ltd. has from the London 
Passenger Transport Board two import 
int orders for substation equipment in 
with the extension of the 

The first of 
four air-cooled 


received 


connection 
Central 


these 


Line to Ruislip 
orders comprises 
steel tank rectifier equipments of 2,000 
kW capacity 


and d. 


each with associated a. 

for installation in a 
building at Notting Hill Gate 
where it will replace very old 
rotary a lift shaft, 
at present 


Swit¢ hgear 
new 
some 
converters housed in 


and will augment the supply 


»btained Che rectifiers will operate 
12-phase, taking a supply at 11,000 
volts, 334 cycles, alternative feeds 
from Lots Road and Neasden power 
tation being available they will be 
arranged for ready conversion to 50 
cycles operation at a later date The 


ubstation will be manually operated by 
a staff of attendants. The second con 
vers a total of twelve 1,500 kW 
ooled 


L.( and d. 


tract < 
associated 
switchgear to be installed 
substations situated between Old 
Oak Common and Ruislip 
will be 12-phase equipments, but the 
incoming supplv will be at 22,000 volts 
The substations will be 
operated from a control room by means 


water- rectifiers with 
in five 


hese also 


50 cycles 
f supervisory gear, whereby all 
and indications can be 
carried out over a single pair of wires 


neces 


sary controls 


German Railway Locomotives for 
Iran 
recent consignment of nine 
Germany has completed 
of 65 locomotives to Iran, 
order fot 
making 


Trade Service 


With its 
locomotives 
the delivery 
ind also secured a_ further 
150 from the 


Same country 
215 in all, learns Reuters 


from toreign papers The new locomo 
tives will soon begin running on the 
new Bandar-Shapur line via Teheran 
to the Caspian Sea, which will thus 
be inaugurated throughout its length 
so far only part has been worked 
Henry Berry & Co. Ltd. has received 


Railway 
hvdrauli 
supplied to the 
Robert White & 


an order from the Gondal 
\dmiunistration for one 


Jac k to be 


Messrs 


loco 
motive pit 
inspection of 


Partners 

Che Chinese Government Purchasing 
behalf of the Ministry 
ot Communications, 


Commission on 


China, has placed 


the following orders to the inspection 
of Messrs. Fox & Mayo for equipment 
required for the Szechuen-Yunnen Rail 
Way 

| p Manufact x Railwa Supplies 
| 150 Ratche ra " < 

| W. MacLellan | t Per ine! i 

s il t } pri I 

H ( I & ¢ | 10 . f 

; ‘ 

George Turton Plat & Co. Ltd 


has received an order from the Buenos 
Avres Great Southern Railway for 
1,000 steel spiral bogie bolster bearing 
springs. 


John Fowler & Co. (Leeds) Ltd. has 
received an order for six diesel-mech- 
anical locomotives equipped with flame- 
proof equipment for the Office of Works. 
[lwo further diesel locomotives have 
been ordered by the War Office, and like 
those for the Office of Works, will have 
150-b.h.p. Fowler-Sanders engines. The 
gross tonnage of diesel locomotives now 
under Fowler’s 


construction at works 


now exceeds 1,000 
Diesel Trains for Norway 
The Norwegian State Railways Ad- 


ministration has placed an order with 
the Strommens Verksted for four three- 
car 1,300-b.h.p. diesel-electric trains for 
operation over the Oslo-Bergen route. 
They are to be delivered before the end 
of 1940. Each train is to be powered by 
two Maybach 650-b.h.p. oil engines 
fitted with Buchi pressure-chargers, and 
the transmission is to be of the hydraulic 
tvpe. The trains are to seat 160 passen- 
gers and will have a 13-seat dining 
saloon on an estimated tare weight of 
170 tons. The price is understood to be 
in the neighbourhood of £180,000. 


received an 
\yvres Great 
four vertical 


Limited has 
the Buenos 
Railway for 


Tangyes 
order from 
Southern 
pumps. 


The General Electric Co. Ltd. has 
received an order from the Great 
Western Railway for a twelve months’ 
supply of Osram general and 


train-lighting lamps 


Stewarts and Llovds 
received an order from the Buenos Ayres 
Western Railway for 550 cold drawn, 
weldless steel superheater flue tubes. 
Agents for the Colonies 

placed the following 


service 


Limited has 


The Crown 
recently 


have 
orders: 
Norris, Henty & Gardners 
engines 
Electric ( 


equipment 


Limited Diesel 


onstruction Co. Ltd Electrical 


forbay Paint Company : Enamel and paint 

lurners Asbestos Cement Company: Everite 
pipes : 

Bullers Limited : Insulators. 

Dean, Smith & Grace Limited: Lathe. 


Lawler Ayers & Co. Ltd Lathes 
Universal Steel Tube Co, Ltd. 
steel tubes 


Albion Motors Limited : I 


Locomotive 


orry chassis. 


Whitehead Iron & Steel Co. Ltd Mild-steel 
ound sections 

Nobel Chemical Finishes Limited: Paint. 

J. Bennie & Sons Ltd Shearing and punch- 


ng machine 
Stewarts and Lloyds Limited: Steel piping. 
Blaenavon Co. Ltd. : Steel tyres. 
E.C. & J. Keay Limited : Steelwork 
Vacuun Brake C Ltd Vacuum 
cv linders 
George Kent Limited : 


brake 
Water meters. 


Cubes Limited has received an order 
from the Buenos Ayres Great Southern 


Railway for 3,000 solid-drawn black 
steel boiler tubes 
The Maidstone & District Motor 


Limited is now undertaking 
a large fleet replacement programme 
Many of the new oil-engined buses 
built by Leyland Motors Limited and 
comprising 34 single-deck ‘“ Tiger” 


services 


May 2 


models and 30 double-deck 
models, have already been ck 


Howell & Co. Ltd. has ri 
order from the Buenos Ayr 
Railway for 4,000 solid-dra 


steel boiler tubes 


6. 9 


( 


Hurst Nelson & Co. Ltd. has 1 


an order from the Rhodesia R. 
five petrol tank wagons of 
capacity to be supplied to 1 


ul 


/ 


I i 


tion of Messrs. Freeman, Fox & | 


J. Spencer & Son Limited h: 
an order from the 
Southern Railway for 
carriages and wagons and 70) 
for locomotives. 


Wagons Required for 
[he Administration of th 
Railway of Brazil is calling fe 
to be presented in Rio de ] 
June 5, for the supply of 23 


Firms desirous of offering \ 
United Kingdom manufacture 
further details of this call fe 


is 


Buenos Ayr 
110 steel 


Ste 


Bra 
e ( 
rt 
ane 
4 
Vag 
cal 


I 


upon application to the Departn 


Overseas Trade, London, S.W.1 
ence number T.Y. 2097239 sh 
quoted 

Locomotive Boilers Required 

South Africa 

Che South African Railway 
Harbours Administration is calli 
tenders (Tender No. 2190) for the 
and delivery of 16 locomotive 
for Class 12A”’ engines fitted 
steel fireboxes lenders end 

render No. 2190, Locomotive Boi 
should reach the Secretary to the T¢ 
Board, Room 420, South African | 


ways & Harbours Headquarter Of 


Johannesburg, by July 31 

of the specification and gene 
tions of tender, together with 
mav be borrowed from the De 
ot Overseas 


[he South African Railway 
bours Administration is also ¢ 
tenders (Tender No. 2189) 
supply and delivery of 45 I 
boilers of standard types, 35 t 
with steel fireboxes and 
with composite fireboxes 
endorsed lender No. 2189, Li 
Boilers’ should reach the 
to the Tender Board, Room 4 
African Railwavs & Harbou 
quarter Offices, Johannesl 
August 8. 
and general 
sether with drawings 
from the Department of 
Trade, London, S.W.1 

We are informed that Mr. W 
Bamber, M.I.LocoE., of 17, 
Street, Westminster, S.W.1, 
appointed by \teliers 
giques, S.A., Nivelles, Belgiun 


may be 


Les 


rade, Westminster, S.\ 


\ 
ral cf 
draw! 
spartn 
\\ 
s & H 
calling 

{01 
COMO! 


» be 


i 
10 to be fitt 


Ten 
ccomot 
Secreta 
20, So 
rs le 


surg, 


A copy of the specificati 
conditions of tender, 


borrow 
(verse 


Kelwa 
Victor 
} 


has_ bes 


Metallu 


1, as Lo 


don representative for locomotives a1 


spare parts 
May 15, the address 
phone number of the Hull bran 


>ince 


General Electric Co. L4éd. 
Magnet House, 83 and 84 
Street, Hull, and Tel. No. 


“34627 (4 lines 


and te 
ich of tl 
has bee 
Wrig! 
Centr 
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26, 1939 


Crown Agents for the Colonies 
NIAL GOVERNMENT APPOINTMENTS 
LICATIONS from qualified . candidates 
\ invited for the following post: 
( ‘F DRAUGHTSMAN (MECHANICAL) 
| for the Federated Malay States Rail- 
r three years with possible permanency. 
month rising by annual incre- 


s $500 a 

n of $20 a month to $600 a month. (The 

G ment rate of exchange is now 2s. 4d. 
dollar.) <A children’s allowance is pay- 
» married officers with children. Free 


es, and if married, for wife and children, 
xceeding four persons, subject to certain 


ons. Liberal leave qn full salary. Can- 
not more than 36 years of age, must 
served an apprenticeship with a British 


firm of Locomotive Builders and 
least three years’ experience in a 
Carriage and Wagon Drawing 
oO They must possess a Higher National 
( ficate in Mechanical Engineering’ or 
‘ ilent qualification. 


R iy or 
| had at 
itive or 


y at once by letter, stating age, whether 
ed or single, and full particulars of 
ations and experience, and mentioning 


Agents for the 
S.W.1, quoting 


Crown 
London, 


to the 


paper, 
es, 4, Millbank, 
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OFFICIAL NOTICES 


South Indian Railway Company Limited 
HE Directors are prepared to 
Tenders for the supply of 
PRESSED STEEL SLEEPERS FOR 90 “R” 
RAILS. 


receive 


Forms of Tender will be 


Specifications and 
Offices, 91, Petty 


available at the Company’s 
France, Westminster, S8.W.1. 


Tenders addressed to the Chairman and 


Directors of the South Indian Railway Com- 
pany, Limited, marked ‘“ Tender for Pressed 
Steel Sleepers.”” with the name of the firm 
tendering, must be left with the undersigned 
not later than 12 noon on Monday, the 19ti 
June, 1939. 

The Directors do not bind themselves to 
accept the lowest or any tender 

\ charge, which will not be returned, will 
be made of £1 for each copy of the speci 
fication. 

Copies of the drawings may be obtained at 
the Offices of the Company’s Consulting Engi 


neers, Messrs. Robert White & Partners, 3 
Victoria Street, Westminster, S.W.1 
E. A. 8S. BELL, 
Managing Direcior 
11, Petty France, 
Westminster, S.W 
24th May, 1939 
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PATENTS AND DESIGK@ ACTS, 1907 TO 
1938..-Notice is hereby given that The 
Pullman Company, of 79, Kast Adams Street, 
City of Chicago, County of Cook, State of 
Illincis, United States of America, seek leave 
to amend the Specification of the Application 
for Letters Patent No. 499,123 for an invention 
entitled ‘“ Improvements relating to Railway 
Sleeping Cars.” Particulars of the proposed 
amendment were set forth in No. 2627 of the 
Official Journal (Patents), published on 24th 
May, 1939. Any person, or persons, may give 
Notice of Opposition to the amendment by 
leaving Patents Form No. 19 at the Patent 
Office, 25, Southampton Buildings, London 
W.C.2, within one calendar month from_ the 
date of publication of the said Journal - 3 
LinpLey, Comptroller-General. 


Universal Directory of Railway Officials 
and Railway Year Book 


41th Annual Edition, 1938-39 


Price 2)/- net. 


THE DIRECTORY PUBLISHING CO., LTD. 
33, Tothill Street, Westminster, S.W.1. 








RAILWAY AND OTHER REPORTS 


Entre Rios Railways Co. Ltd. 
lirectors have decided to pay on 
1 a further six months’ arrears 

iterest on the 4 per cent. debenture 


k, together with the 5 per cent 
annum interest on such arrears. 
total amounts to /2 4s. 4d. per 


Forestal Land, Timber & Railways 
0. Ltd.—The credit balance on profit 
account for the vear 1938 
uunts to £326,971. Adding £130,760 
sught forward makes an available 
tal of £457,731 (against £639,491 
eneral reserve has been increased by 
“0,000, the dividend of 6 per cent. on 
cumulative preference stock ab 
rbed £111,951, and the board recom 
the transfer to the dividend 
ualisation account of £25,000 and the 
vment of a final dividend on the 
linary stock of 3 per cent. and a bonus 
| per cent. (both less tax), making, 
ith the interim dividend of 3 per cent. 
id in January last, a total distribution 


~ 


loss 


ends 


7 per cent., less tax (against 9 per 
nt.), leaving £132,557 
Emu Bay Railway Co. Ltd. 


evenue for the year 1938 amounted to 
100,889, or £2,400 in excess of the 1937 
ure, which was then a record. Nearly 
divisions of traffic showed an increase 


t the improvement was more than 
ttset by the necessary increase in 
penditure for maintenance and re 


wals. Expenditure, including taxes 
d interest, amounted to /83,534, 
d after setting aside £9,124 as provi 
m for depreciation and upkeep of 
lling stock, &c., there was a balance 
£8,231, which, added to the amount 


from Zeehan to 
for some vears 


lhe short branch line 

Dundas has been closed 
and the ten-mile branch from Guildford 
Junction to Waratah was closed to all 


traffic as from March 31, 1939. 
Maidstone & District Motor Ser- 
vices Limited.— This company, which 
is controlled jointly by the Southern 
Railway Company and Tilling & British 
Automobile Traction Limited, secured 
for the year to March 31, 1939, a profit 
of £122,817 (against £112,958 for 1937 
38), to which must be added £23,398 
brought forward, making a total of 
£146,215, compared with 4135,773. The 
dividend on the 63 per cent. cumulative 
preference shares takes 413,000, and the 
directors recommend a_ dividend of 
10 per cent. for the whole year on the 
ordinary shares, requiring 475,000, and 
a bonus of 1} per cent. on the ordinary 


shares, requiring £9,375. These divi 
dends and the bonus are unchanged. 
Phe sum of £20,000 (against £15,000) is 
allocated to reserve fund, leaving 
£28,840 to be carried forward. 

A.B.C. Coupler & Engineering 


Co. Ltd.—The net profit for the year 
ended September 30, 1938, amounted 
to 48,003, compared with £7,051 for 





the vear 1936-37. The sum of £2,000 
is transferred to general reserve, and a 


dividend of 10 per cent., less tax, ts 
being paid on the ordinary shares, 
requiring £1,925, and leaving £1,478 


to be carried forward. The accumulated 
loss of £17,978 to September 30, 1937, 
was written off under the capital re- 
organisation scheme sanctioned by the 
Court in July, 1938. The improvement 
in business reflected in the accounts is 
being maintained, and orders for the 
company’s specialities still being received 
should, if continued, enable sales for the 
present year to be satisfactory. 








Parliamentary Notes 
L.M.S.R. Bill 
The L.M.S.R. Bill was read a third 
time and passed with one amendment in 
the House of Lords on May 18. The 
Lords amendment to the Bill was agreed 
to by the House of Commons on May 22. 
Sir Dennis Herbert (Chairman of Ways 
and Means) explained that the amend 
ment was a_ saving clause for the 
Warrington Corporation. 
Southern Railway Bill 
rhe Southern Railway Bill passed the 
report stage in the House of Commons 
on May 22. It was to be read the third 
time vesterday (Mav 25). 








Exports of Railway Material from the U.K. in April 


(pl. 


Locomotives, rail. . 

Carriages and wagons 

Rails, steel “s a ‘ 

Wheels, sleepers, fishplates and miscel 
laneous materials 


98,133 
136 
959 


130,926 


Four Months Ending 


, 1939 Apl., 1938 Apl., 1939 Apl., 1938 
f f £ f 
121,563 483,995 451,020 
387 239,744 767,287 1,113,070 


162,384 231,559 506,675 


209,224 587,919 693,319 





rought forward, made a balance of we . 
8275. The 4! a enh dele Locomotive and rail exports included the following — - 

z | Locomotives Rails 
tock received on April 1 £5,891 interest \pl., 1939 Apl., 1938 Apl., 1939 Apl., 1938 
r the year ended December 31, 1938, Z f Z£ -_ 
id £654 on account of arrears of Argentina ae ee ‘ a 7,048 4,834 4,311 9,367 
terest, and a provision of £1,650 was Union of South Africa .. i ei —# —_* 2,017 105,271 
ade for exchange on such interest, British India 36,458 22,688 6,904 1,580 
aving {£80 to be carried forward. * Figures not available 
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Holiday influences prevented any 
material improvement of business in the 
stock and share markets, but since the 
commencement of the new Stock Ex 
change account on Monday the upward 
movement in values has shown further 
progress Sentiment was assisted by the 
more hopeful views current in ré gard to 


international politics, and the encourag 
ing reports which continue to come to 
hand trom industrial centres were again 
an important market factor 

Securities of the main line railways 
were responsive to the surrounding trend 
of markets and were aided by the excel 
lent traffics for the past week, the gain 
of £207,000 having been in excess of 
market estimates. rhe ‘‘ Square Deal 
report has naturally increased confidence 
in the outlook, and, moreover, much 
more hopeful views remain current in 
regard to the half-yearly statements of 
the railways, the assumption being that 
during the next few weeks traffics ar 
likely to continue to show good improve 
ment, 

Increased demand was reported Tor 
Great Western ordinary, which improved 
to 344 in response to the further indica 
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Railway Share Market 


tions of increasing activity in the Welsh 


iron, coal, and tinplate industries which, 
if continued, should, of course, be re 
flected in the railway’s receipts. Great 
Western 5 per cent. preference stock was 
quoted at 85 and the 4 per cent deben- 





tures at 98}. L.M.S.R. ordinary moved 
up to 1 ind the 4 per cent. preference 
was 60$, the 4 per cent. 1923 preference 
42, and the 4 per cent. guaranteed was 


firm at 85}. The market is talking of the 


possibility of a substantial improvement 
in the railway’s traffics during the next 
few months, and there is now general con 
fidence in prospects of a resumption of 
dividends on the 4 per cent. 1923 prefer 
ence stock. In some quarters it is con 
tended there are now possibilities of the 


full 4 per cent. forthcoming in respect of 


the current year L.N.E.R. stocks also 
participated in the upward movement 
[he first preference was 35, the second 
preference 13}, and the first and second 
guaranteed 74} and 653 respectively 
Last year the dividend on the second 
guaranteed stock was only just earned, 
but there now seem prospects that this 
year it may be earned with a_ good 


margin Moreover, in many quarters it 


May 26, 1649 





be 


will 


the recovery in receipts is not suffici 


considered very disapp 
permit a payment on the first pr 
stock, although on present indicat 
would that not more than 
payment be possible. A gr 


seem 


will 


will naturally depend on the trafi 
in the second half of the year | 
ticular the latter part of th 
usually the best period for the S« 
Southern preferred ordinary has b 
at 70, as has the deferred at 15 
the 5 per cent. preference ‘was 
at 95. 

Foreign railway securities fa 
attract much attention, but ther 
steadier appearance this week 
although they became a firmer 
Argentine railway stocks showe 


response to the improving traffic 


and outlook. B.A. Gt. Southern 
cent. debentures improved to 58 
Central Argentine and B.A. W 
debentures were also better Antot 
declined, but a highe r price was m 
Nitrate Railways American 
shares __ rallied ind Canadian {| 
were 43 Rises were shown by New 
Centrals, Chesapekes, and Union Pa 
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Railways 








Antofagasta (Chili) & Bolivia 834 
Argentine North Eastern 753 
Argentine Transandine 
Bolivar : ra 174 
srazil 
Suenos Avres & Pacific 2,801 
Suenos Ayres Central 190 
Buenos Ayres Gt. Southern 5,082 
Suenos Avres Western 1,930 
Central Argentine 7 3,700 
Do 4 oe 
Cent. Uruguay of M. Video 972 
Cordoba Central 1.218 
Costa Rica 188 
Dorada 70 
Entre Rios .. ae 810 
Great Western of Brazil 1,092 
International of Cl. Amer 794 
Interoceanic of Mexi 
La Guaira & Caracas 227 
Leopoldina . 1918 
Mexican 183 
| Midland of Uruguay $19 
| Nitrate : 386 
| Paraguay Central 274 
Peruvian Corporatior 1,059 
Salvador 100 
San Paulo 153) 
| Taltal . on 160 
| United of Havana 1,353 
Uruguay Northern 73 


( Canadian National «-| 23,0702 
Canadian Northern 
Grand Trunk 

Canadian Pacifi 17 


Assam Bengal 
Barsi Light 





Bengal & North Western 2 

Bengal Dooars & Extension 161 

Bengal-Nagpur wa 3,272 
| Bombay, Baroda & Cl. India 3,085 
| Madras & Southern Mahratta 2,967 
| Rohilkund & Kumaon 571 
| South Indian 2,531 





Jeira-Umtali 


| Egyptian Delta 623 
| Kenya & Uganda ; 1,625 
| Manila . i 
Midland of W. Australia 277 
| Nigerian i ; : 1,900 
| Rhodesia 2,4423 
| South Africa. . 13,284 
Victoria 4,774 
Note 


has proved misleading, the 








21.5.39 
205.39 


April 1939 
205.39 
6.5.39 
2005.39 
205.39 
20).5.39 


13.5.39 


Mar., 1939 
April 1939 
205.39 
3y 
, 1939 


April 1939 








30.4.39 
30.4.39 
10.5.39 
10.5.39 
10.5.39 
10.5.39 
30.4.39 
10.5.39 
30.4.39 





Mar., 1939 
30.4.39 
April 1939 
Mar., 1939 
8.4.39 
, 1939 
29.4.39 
Feb., 1939 


-Yields are based on the approximate 

+ Receipts are calculated @ Is. 6d. 
The variation in Sterling value of the Argentine paper peso has lately beenso great that the method of converting the Sterling weekly receipt 
i are based on the current rates of exchange 


imount being 





over estimated. 


Traffic Table of Overseas and Foreign Railways Publishing 


compare¢ 


with 1938 





11,760 5.770 20 269,730 345,540 
12,432 74 47 $55,972 $26,631 
3,650 50 17 15,350 15,600 
95,285 + 6,513 47 4,160,984 4,157,512 
$101,400 $10,900 45 $4,464,800 $5,150,300 
129,715 807 | 47 6,756,824 7,019,415 
60,050 + 18,673 47 2,178,474 2,129,777 
129,274 + 23 440 47 5,553,107 5,638,344 
20 850 321 16 $47,108 839,681 
23.469  — 12,546 39 00 680 233,338 
11,900 - 2 200 17 52,300 60,900 
17,624 2 990 47 728,755 668,422 
6,000 + 400 wAD) 200,100 153,200 
$213,868 + $31,186 12 $514,264 $394,574 
5.880 + 825 18 21,700 19,730 
15,030 1035 20 386,082 372,507 
$276,000 S80.200 19 $6,054,300 $5,894,100 
6,786 - 3,078 $4 89.596 96,167 
5.199 697 19 18.670 69.025 
$2,714,000 $1,451,000 47 $144,388,000 $148,524,000 
61,485 - 8,623 44 670,650 810.864 
¢20.850 + 67,550 46 ¢€953.239 ¢917,375 
36,550 697 19 566,049 606,750 
1,695 1,335 44 29,225 34.985 
22,790 4,016 47 1,111,663 1,167,037 
715 ce »g |] 14 9.813 9,484 


), 293,774 


915 ] 


138, 


1,065,800 


x | 
bo 


543 100 


00 


35,205 3.503 4 110,078 110,456 
2. 940 _ 555 4 9,780 13,965 
88,429 _ 3,432 6 $23,175 367,865 
2,389 | — 614 6 10,864 13,874 
228,450 21,583 6 906,750 840 959 
263,100 — 12.525 6 1,060,275 1,104,975 
177,900 9.200 4 529,200 503,046 
17,187  — 2,822 ‘ 64,676 76,922 
118,440 2 791 4 343,816 346,805 











76.658 ‘ 76,574 528.588 
4992 — 181 4 15,191 15,728 
231,378 - 36,217 17 1,014,313 1,091,480 
16,576 — 1,390 40 131,004 
28,058 4,677 2 : 2 40,630 
335 532 — 74,9682 | 26 2,173,950 2,512,028 
637,003 } 24,558 5 2,670,743 2,481,544 
701,353 — 98,195 35 6,217,729 6,441,057 
current prices and are 


The 


statements 











Weekly Returns 




















- 75,810 Ord. Stk 14 714 7 
- 29 341 61g 2 31 
_ A. Del 82 75 7019 6 
” 250 6p.c. De 8 7 7 
= Bonds. 10 4 6 
3.472 | Ord. Stk. 6lo 3l4 4 
— $685.500 Mt. Del 15lp 8 14 
- 262,591 Ord. Stl 17516 Slo 4 
$8,697 1234 5 7 
on 85,237 a 1314 53, 8 
- Did 6 219 3lo 
+ 7,427 Ord. Stk 3 114 1 
Ord. I 33, 34 91 
_ 32,658 Stk. 28 22"9 22 § 
ne 8,600 1 Mt. DI 10514 104. |:«103lg 
+ 60,333 Ord. St 714 3lo 5 
+ 46,900 Ord. SI 3/ 1/ lq 
+ S119,690 ome sate poe 
_ Ist Pre 6d 6d lg 
1.970 Stk 8 619 719 
+ 13,575 Ord. Stk 4 1 134 
$160,200 ly lig lg 
ack 6,571 7 1; lg 
a 20.355 Ord. SI 52/9 1%41¢ 15 7 
—$4,136.000 Pr. Li. Stk 60 5519 471o «(125 
— 140214 Pref 534 134 2 N 
+ 435.864 Pr. Li. D 23 20 1915 N 
ee 10.701 | Ord. Stk 64 28 2615 | 7946 
5.760 Ord. Sh 134¢ lo 716 119: 
_ 55,374 | Ord. Stk 33, lp 114g Nil 
4 329 | Deb. Stk 2 1 2 N 





316,141 - —_ _ — 
— 4p.c Perp. Dt 72 60 69 5124 
— 5 4 p.c. Gal 104 90 9619§ 4 
_ 130,400 Ord. Stk 8716 414 41p 





378 | Ord. Stl 811, 70 7119 4315 
~ 4,185 Ord. S! 6015 5414 501, 5154¢ 
— $4,690 Ord. Stk 311 278 253 7'8 
S 3.010 89 83 85 75g 

65,791 9519 90 8619 4 

$4,700 11276 95 10119 515 

26,154 108 97 998 7 

12,246 308 285 270 61 
» 2,989 104 101 9715 
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- 537 | Prf.Sh uf 5/6 lo | N 
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_ B. Deb. 49 41 401g 85, 
+ 7,748 | Inc. Deb 9334 89 9010 1716 
_ 10,105 _ — on — 
= 338,078 ae — om an om 
1. 189,199 - “= — _ ou 
— 223,328 — = _ — _ 


within a fraction of lyg 
to the rupe¢ § ex dividend 





s at the par rate of exchange 


ind not on the par value 



























